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"| felt a tremendous 
sensation of power. 


And then | switched 


For those used to being in the driving seat, the driving seat of the Bentley Turbo R is the 
place to be. It affords a feeling of power that becomes decidedly more tangible when 
the turbo-charged, inter-cooled V8 engine breathes into life, transporting you 


from standstill to one hundred in something under seven seconds. 


And, should you choose to make a takeover bid, you'll find more than enough 
brake horse power at your disposal. Certainly enough to enjoy life in the fast lane. 
Fortunately, stopping is considerably less dramatic, thanks to power braking, 
while revolutionary suspension and interactive power steering allow you to 
manoeuvre with astonishing agility. No wonder so many of the well-heeled 


put their foot down and insist on the Bentley Turbo R. 
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Introducing the first completely new convertible 
produced by Rolls-Royce since 1967 


Craftsmen of Crewe 
Reprinted from an article by Thomas H. Wisdom 
in the January 1956 issue of the ROLLS-ROYCE 
BULLETIN in praise of the then recently intro- 
duced Silver Cloud and Bentley S Series cars 


48RM 
Part One of the story of this remarkable Silver 
Ghost by long-time owner Pat Brassil 


The Use of Unleaded Fuels 
Tony Ward puts our minds at rest about the 
unleaded future faced by our cars 


Unleaded Fuels for Rolls-Royce & Bentley Engines 
By Mr K.E. Lea, former Chief Engineer, Power 
Train, Rolls-Royce Motor Cars Ltd 


Front Cover Photo: 


Michael Zwar (A.C.T.), who fortuitously owns an example of each of the two models that 
were required for this issue's front cover photograph, came up with this lovely shot of his 
1956 Silver Cloud | (SYB122, foreground) and 1956 Bentley S1(B216BA). How wonderful 
it must have been to have taken delivery of one of these supremely elegant and superbly 
engineered cars in the 1950s and how incomparably superior they were to the dismal 
offerings of most other manufacturers in an era in which the Rolls-Royce motor car's 
mantle as The Best Car in the World stood unchallenged. 


From the Editor 


British thoroughbred or global hybrid? 


Our knowledge of the Rolls-Royce 
and Bentley marques and the Company 
that makes them would be ina sorry state 
if we had to rely on the news media. | 
have occasionally found myself having to 
make use of these pages to rectify 
erroneous impressions created by 
various news media reports. 

In the January 14th issue of the 
Sydney Morning Herald | was amazed 
to see several paragraphs on why 
“purists shouldn't get too damn excited 
about the news that BMW will supply 
engines for the next-generation Rolls- 
Royce cars.” This item would have us 
believe that the current Rolls-Royce V-8 
engine “is derived from a Buick, the 
transmission is supplied by General 
Motors, the airbag and brakes from 
Bosch, the suspension from Citroen, the 
leather interior from Scandinavia, and 
the body panels come from the BMW- 
owned Rover Company.” In other words, 
the Rolls-Royce car was made out to be 
some sort of globally-sourced hybrid. 

It is, of course, true that Rolls-Royce 
haveused G.M. automatic transmissions 
for many years and the current body 
shells do, for the time being, come from 
a firm which nowadays is a subsidiary of 
Rover, which is in turn now owned by 
BMW. However, the accuracy ends 
there. 

In fact, it is known that the Rolls- 
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Our little Sub-Branch in the Northern Territory thrives. Don Craggs sent this photo of three 


Territorian cars, all relatively rare Silver Shadow variants. From left to right the people and cars 
are: George Fyson with his 1968 Bentley T Series (SBH3820), Don Craggs with his 1968 Silver 
Shadow H.J. Mulliner, Park Ward two-door saloon, Wolf Brent, Brian Brent's 1978 Silver Wraith 


If (LRH32540), Keith Preston. 


Royce V-8 engine was entirely designed 
by an in-house team at Rolls-Royce and 
the design owes nothing at all to any 
Buick, or any other G.M., or indeed any 
American engine, except for the fact that 
the first 1959 batch had Chrysler hyd- 
raulic tappets. If the Hera/d reporter had 
been familiar with this superb engine, he 
would have realised that there is scarcely 
any similarity to any Buick engine. There 
is little doubt in my mind that confusion 
has arisen here with the Rover V-8, 
which was derived from a Buick engine. 

The Rolls-Royce/Bentley brakes are 


not Bosch. Indeed, Bosch do not even 
make brakes as such. Some of the ABS 
technology is German and airbag tech- 
nology has been supplied by BMW under 
the previously existing technical collab- 
Oration arrangement between that 
company and Rolls-Royce Motor Cars 
Ltd, which | hasten to add has yielded 
benefits to both companies. The suspen- 
sion is in no sense Citroén, only the 
mineral oil accumulator “spheres” being 
from that source, and itis at best mislead- 
ing to claim that the leather interior is 
from Scandinavia, as only the actual un- 


On January 22nd a number of the Club's office bearers and member guests attended a superbly hosted lunch at the home of Keith & Kerry Wherry 
in honour of Rolls-Royce Enthusiasts’ Club Chairman Brian Wiggins and his wife Margaret. Below left is Brian addressing the gathering, host Keith 
Wherry in the background. Below right is Federal Secretary lan Dunn welcoming Brian & Margaret on behalf of the Club. Photos by the Editor. 
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Had you been in the happy position of being able to order a new Bentley drophead coupé in 1948, this Mk VI by Park Ward typifies the type of 
motor car that would have been delivered. This particular form of coachwork, which is rarely seen in Australia, utilised the front wings, bonnet and 
certain other components of the standard stee! saloon. This magnificent example, on chassis 8157BG, was restored by Gavin Sandford-Morgan’s 
V.M. Engineering in Adelaide and was photographed by South Australia Branch Newsletter Editor John Bull at last year's Branch Christmas picnic. 


treated hides are sourced from that 
region. The hides are turned into the 
beautiful material that appeals so 
agreeably to the visual, tactile and 
olfactory senses by the famous firm 
Connolly Brothers in England and the 
entire interiors of the cars are, of course, 
crafted by Rolls-Royce at their Crewe 
factory. 

The Herald article went on to claim 
that “Under the latest agreement with 
BMW, the Germans will supply Rolls- 
Royce with its V-8 and V-12 engines for 
fresh Rolls-Royce and Bentley models to 
go into production around the turn of the 
century.” In fact, the Company press 
release on the latest agreement with 
BMW does not indicate any such thing, 
and whilst this might happen, at the 
present time it is an over-simplification 
and premature to suggest that BMW 
engines will simply be unpacked from 
their crates and installed in future Rolls- 
Royce and Bentley cars. As |! have 
pointed out before, Rolls-Royce Motor 
Cars Ltd has access to arguably the 
world’s best engine technology through 
its fellow Vickers group company 
Cosworth, which means that the more 
likely long term outcome of the latest 
technical collaboration agreement with 
BMW will be that Rolls-Royce will base 
its future engines on a design developed 
jointly with BMW, probably incorporating 
Cosworth-designed heads and other 


motor racing technology. 

It is worth reminding readers that the 
proposed specification of Concept Java 
includes a 3.5 litre, twin-turbo Cosworth 
V-8 engine. This could well have 
amounted to a vague proposal before 
future engine policy had been settled, but 
it must be regarded as saying something 
about the réle foreseen for this fellow 
Vickers group company in future engine 
development. 


In any event, | reiterate that the news 
reports suggesting that BMW engines 
will be installed straight out of their crates 
into Rolls-Royce and Bentley cars are an 
over-simplification of what will actually 
occur. It is also certain that the engines 
will receive the traditional Rolls-Royce 
finish and the name Rolls-Royce or 
Bentley will continue to appear on black 
enamelled cam covers. 

It is also probable that future saloon 


New South Wales Branch member Stewart Begg sent this photograph of his 1975 Silver Shadow 
(SRH22236) with Van Johnson during the famous movie actor's recent tour of eastern Australia 
with Kathrine Grayson. The photo was taken at Balgowlah Heights National Park during a tour 
of Sydney and environs courtesy of Stewart and his Silver Shadow. Van Johnson starred in more 
than 125 films such as The Caine Mutiny before turning his talents to the theatre and television. 
Stewart writes that he was taught to drive by his uncle, our late Honorary Life Member Bill Cutts. 
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Events List 


Branches 


Members planning to attend events of other Branches should contact the 
Secretary of the Branch concerned (listed in the front of this journal) for full 
details of times, venues, etc., and of other events not listed here. 


May 21 Qld. Run to Glengallan Homestead, Allora. 
June 3-4 N.S.W. Bruce Ross Memorial Run. 


June 4-8 N.S.W. Overlander to the Federal Rally in Tanunda, 
Barossa Valley, S.A. Commencing in Bathurst, N.S.W. 


June 25 N.S.W. Annual Navigation Run. 


Federal 


37th Annual Federal Rally, Barossa Valley, South 
Australia. Hosted by the South Australia Branch. 


International 


This list is intended only as a guide to major events of our overseas sister 
Clubs. Members planning to attend should confirm dates, venues and 
booking arrangements with the Clubs concerned. 


June 16-18 R.R.E.C. Annual Rally and Concours, 
Althorp Park, Northamptonshire, U.K. 


August 8-12 ‘Evergreen Getaway’, — the 44th R.R.O.C. Inc. Annual 
Meet, Bellevue (Seattle), Washington, U.S.A. 


John Bull's rendition of GKM60, the 1928 Twenty Barker limousine owned by David & Diana 
Jones (Vic.) successfully encapsulates the character of this lovely old motor car. John’s talents 
are well known both within and without the Rolls-Royce Owners’ Club. 


PRECLARVM 


models will use the existing main floor, 
transmission tunnel and rear seat press- 
ings carried forward from the current cars 
and that the suspension and other 
systems will remain recognisably Rolls- 
Royce. There is no question of any 
reskinning of BMW cars to meet future 
Rolls-Royce requirements. Both com- 
panies have firmly ruled this out. BMW 
Chairman Bernd Pischetsrieder pointed 
out that “the two types of cars are so 
different that such a strategy wouldn't 
work”. 

There is also no question of any BAW 
takeover of, or even equity in, Rolls- 
Royce Motor Cars Ltd. This is purely a 
collaborative agreement between two 
companies and is really little different 
from previous agreements with General 
Motors, who supplied independent front 
suspension designs in the 1930s and 
automatic transmission technology after 
the war, and with Citr6en, who have sup- 
plied high pressure hydraulic systems 
technology since 1965. In fact, a picture 
in my Editorial in P1-95 showed that the 
Rolls-Royce borrowing of technology, 
even when itis German, goes back much 
further than that. So what's new, really? 

Amongst the considerable correspon- 
dence | have received on the issue of 
these future models was one member's 
assertion that “celebrating (the centen- 
ary of the Rolls-Royce car in) 2004 is now 
moot” and that he “will be pressing for the 
Club not to accept them”. I'd prefer to 
adopta wait and see policy before getting 
too carried away. 


New convertibles 


The Company announced last year 
that the Corniche was being discon- 
tinued after 23 years of unflagging 
popularity. As this would have left a 
model range that did not include a 
convertible model, which would have 
been unthinkable, itwas also announced 
that the classic convertibles would 
remain available on an individual special 
order basis. Some saw this as a smoke- 
screen for a coming new convertible 
model, and the Company has recently 
notified me that the Corniche IV and 
Bentley Continental convertibles “are not 
now going to be offered on a ‘Special 
Order’ basis. A set number of these 
models will be built in 1995 before 
production ceases”. The last stocks of 
Mulliner Park Ward-built Corniche 
bodies have been mounted and the firm 
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An artist's impression of a new Rolls-Royce Corniche which is reported to be almost ready for 
unveiling. Based on the Silver Spirit II, though slightly longer, the coachwork is all new. In the 
Editor’s opinion the styling is superb, being as sleek and elegant as any Rolls-Royce convertible 
buyer could wish for, and with a modern disappearing hood. 


which was to supply the body panels for 
the special order cars, Park Sheet Metal 
of Coventry, has reportedly supplied 17 
bodies to date against firm orders, clearly 
demonstrating a continuing demand for 
a convertible Rolls-Royce. The artist's 
impression above provides a glimpse of 
how a Rolls-Royce convertible could 
look in the future and the expected 


convertible version of the Bentley Cont- 
inental R, called the ‘Azure’, has been 
announced, so the days of the old 
Corniche must now surely be numbered. 


Collection for sale 

Victoria Branch member John 
Altmann has regretfully announced that 
due to continuing ill-health he has to sell 


Drawing: Autocar. 


BMW Chairman Bernd Pischetsrieder in 
London in December last year for the 
announcement of the latest technical 
collaboration agreement between his 
company and Rolls-Royce Motor Cars Ltd. 


his fine collection of six Rolls-Royce cars 
as well as his extensive collection of 
Rolls-Royce books, original sales 
brochures, handbooks, bulletins, service 


From the Federal President 


Federal Executive Meeting 


Your Federal Executive met recently 
in Sydney and discussed a number of 
initiatives for our Club. These have been 
issued to all Federal Delegates and 
Branches in Pipeline so that there will be 
plenty of time for discussion at Branch 
level before they are brought to the next 
Federal Council Meeting in the Barossa 
Valley in June. 

The items to be discussed include: 

a. A Branch proposal for the recogni- 

tion of Bentley in our Club logo; 

b. The future of the Federal library; 

c. The allocation in the Federal 

budget of an amount for use by future 

Federal Office Bearers to cover 

expenses such as travel to Branches. 


Northern Territory Sub-Branch 


A small but enthusiastic group of 
owners in the Northern Territory now 
regularly meet as a Sub-Branch of the 
Western Australia Branch. The Federal 
Executive receives regular minutes of 
their meetings and the occasional 
photograph of their outings. It is exciting 


to see this initiative of our friends in the 
N.T. and | am sure we all wish them 
every success for the future. We also 
thank the W.A. Branch for their guidance 
and help that they continue to give. 


PRAECLARUM 


| am sure that all members are 
delighted with the continuing high stand- 
ard of PRAECLARUM. Our Editor Martin 
Bennett continues to do a sterling job 
producing six editions of an exceptional- 
ly high standard each year. The quality 
and quantity of the photographs make 
reading most enjoyable and the arrival of 
each issue is eagerly awaited. 


N.S.W. Branch outing 


On the evening of the Federal Execu- 
tive Meeting, lan Dunn (our Federal 
Secretary) and myself were delighted to 
be able to attend an evening barbecue of 
the New South Wales Branch which fol- 
lowed one of their afternoon runs. Can 
you imagine arun in the northern regions 
of Sydney covering 100 km and not driv- 
ing through one set of traffic lights?! It 
was lovely to be present at the barbecue 


and meet a lot of old friends and see 
some cars that | had not seen before. 


Judging 

One of the issues to be discussed at 
the Barossa Rally relates to Concours 
judging. There is an acute shortage of 
qualified people who are able and also 
willing to act as judges. | know that many 
Branches are discussing this topic and | 
have included it on our agenda for South 
Australia. 


Federal Rally 


The 1995 Federal Rally is now only a 
few weeks away. The S.A. Branch have 
put in a lot of work planning this Rally to 
ensure we all enjoy our visit to the 
Barossa Valley. For those who have not 
attended a Federal Rally before | would 
encourage you to attend. The fellowship 
amongst members is most unique and 
many members return year after year to 
our Rallies and judge them the highlight 
of the ‘Motoring’ year. | look forward to - 
meeting you in Tanunda, South Australia 
in June. 


Happy Motoring, 
David Vann 


and technical manuals and parts books. 
Also model cars, Rolls-Royce mascots 
including an original Sykes ‘Whisper’ 
mascot (see P6-92, p.2120), Rolls- 
Royce accessories, spare parts, tools 
and much more. 

John has asked Sotheby’s to hold a 
special auction sale in Melbourne at the 
end of this year to dispose of the entire 
collection. Thus an opportunity will arise 
for Club members to acquire one or more 
of these enviable motor cars and/or 
some of the other items, many of which 
are extremely rare and difficult to obtain. 


The motor car collection comprises: 
1913 Silver Ghost (2320E) 
1926 Phantom | (101TC) 
1934 Phantom II Continental (24SK) 
1935 20/25 (GOHS5) 
1939 Phantom III (3DL154) 
1954 Silver Wraith LWB (DLW154) 


{ take this opportunity to wish John 
and Jan all the very best for the future 
and to express the wish that we will 
continue to see them at future R.R.O.C. 
meetings and events. 


This issue 


In my Editorial in P4-94 I ran an 
appeal for a suitable front cover photo for 
our April 1995 issue to mark 40 years of 
the Silver Cloud and Bentley S Series 
cars. This bore fruit in the form of the 
lovely photograph from Michael Zwar 
(A.C.T.) that you see on the front of this 
issue. 

Our celebration of 40 years of the 
Silver Cloud takes the form of an article 
reprinted from the January 1956 edition 
of the Rolls-Royce BULLETIN. This was 
the Company journal for owners in those 
days and was, in effect, the equivalent of 
today’s QUESTE. 

Other articles in this issue include the 
first instalment of a three-part article by 
Pat Brassil on his unique Silver Ghost 
48RM. Many members will remember 
being entertained by Pat, who is Mayor 
of Wagga Wagga, at the 1993 Federal 
Rally held in that city. He writes in an 
equally entertaining way, turning tech- 
nical facts into enjoyable reading. 

Three of our Letters to the Editor offer 
differing versions of who the two uniden- 
tified gentlemen in the photo on p.2478 
(top) might be. One also correctly iden- 
tifies the 10 h.p. engine in the picture, 
which | had incorrectly assumed to be 
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that of the Company’s 10 h.p. car, 20165. 

Another Letter to Editor adds to the 
Napier-Bentley saga which began with 
the article of that name in P2-94, p.2351 
and won't lie down. It seems that the 
same article appeared in the Bentley 
Drivers’ Club Reviewin the U.K. a month 
or so later and, like its appearance in 
PRAECLARUM, attracted at least one 
letter to the Editor, in this instance from 
the Secretary of Napier Power Heritage, 
a sort of Napier counterpart of the Rolls- 
Royce Heritage Trust. A copy of this 
letter was forwarded to me by Ed Harris 
and is incorporated in Ed's letter in the 
Letter to Editor columns towards the 
back of this issue. This illustrates the 
elaborate lengths to which the article’s 
author seems to have gone to gather 


Another exciting new Bentley was 
unveiled on March 7th at the Geneva 
Motor Show. As predicted in these 
pages this is a convertible version of the 
now legendary Continental R, called 
the ‘Azure’. 

The much acclaimed Continental R 
body styling was adapted to an excep- 
tionally elegant convertible form with 
the assistance of Pininfarina of Italy, 
the world leaders in convertible styling. 

Azure is defined as the blue colour 
of clear skies. It is suggestive of the soft 
and comfortable climate in which the 
convertible motor car comes into its 
own, with the unique pleasure of driv- 
ing under the blue sky. 

Only 118 of these convertibles will 
be available world-wide this year and it 
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authentic background information for his 
otherwise hoax story. In fact, it now 
appears that he had a good knowledge 
of Napier’s drawing office and works, as 
those elements at least of his story have 
been vouched for. However, the mystery 
of his motivation in attempting to write 
himself into motoring history remains. 


Next issue 


On the front cover of our next issue 
you will see the Best Example of the Best 
Model of the Best Car in the World. There 
will be a perfectly plausible explanation 
of why this is the case, as apart from the 
last bit | wouldn't expect anyone to simply 
accept it as an article of faith! 


Martin Bennett 


Bentley Azure 


a 


is believed that York Motors will 
exhibit one at the Sydney Motor Show. 

In addition to the advanced features 
that are now standard throughout the 
range, such as four-speed automatic 
transmission with shift energy manage- 
ment system and automatic ride 
control, the Bentley Azure is fitted with 
an automatic tilting steering column for 
ease of driver entry and motorised front 
seats with integral seat belts for easy 
entry and exit for rear seat passengers. 

The Azure’s performance is, of 
course, in a very special class indeed. 
Top speed is 150 m.p.h. (240 km/h) and 
acceleration to 60 m.p.h. (96 km/h) 
takes only 6.3 seconds. 


Martin Bennett 
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THE ROLLS-ROYCE BULLETIN 


CRAFTSMEN OF CREWE 


by Thomas H. Wisdom 


HE evolution of a superb motor car is 
a process fraught with danger, since 
i at Crewe there must certainly be no 
mistakes, The late Sir Henry Royce produced an 
outstanding car in 1904. That great engineer, 
whose partner C. S. Rolls, appreciated more than 
anyone the place the automobile was to take, laid 
down inflexible rules—reliability, silence and 
dignity. These maxims, I know so well, have 
always been achieved in the Rolls-Royce 
motor-car. 
But in 1931 another famous car, the race- 
winning Bentley, was joined to 


The two cars became much closer without 
sacrifice of the main ideals with the introduction 
of the Bentley Mark VI and the Rolls-Royce 
‘Silver Dawn’. Coachwork and chassis were 
similar, but the car with the Bentley radiator had 


the 
Rolls-Royce unit, though basically similar, had 


an engine with more ‘punch’, while 
a lower compression ratio anda single carburetter. 
Both were fine machines, the only real difference 
being that the ‘ Silver Dawn’ was quieter, while 
the Bentley was the faster car. 


And now in 1955, fifty-one years after Sir 


the Rolls-Royce firm. So we 
had built in the same factory 
two very different machines— 
a quict, dignified town carriage 
with a good turn of speeds ; 
and a big sports car, of which 
the predominating feature was 
performance. 

So, side by side Rolls-Royce 
designers and engincers—craftsmen 
in the Royce tradition—built these 
two widely differing machines. 
As the years passed the two types 
became allied. The 
Rolls-Royce models were faster, 


closely 


the Bentley lost none of its 
performance, but steadily became 


quieter; and what was originally 


a sports car became a sporting Car. 


| 
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CREWE CRAFTSMANSHIP, the new thoroughbred. 


ONE 
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PROFESSIONAL CRITICISM, the author takes a look inside the car. 


Henry Royce built his first automobile, the two 
have become one. At the beginning never were 
there two such dissimilar machines. The only 
difference now between these two superb—I 
may overwork this adjective, but surely there is 
no other—machines is in the shape of the radiator, 
and a slight difference in cost. 

There was, among the motoring intelligentsia, 
a gasp of surprise, when it was announced 
last April that the new Rolls-Royce ‘ Silver 
Cloud’ and the new Bentley ‘S’ series were, 
apart from the form of radiator, in fact exactly 
the same machine. It was quite simply explained 
and quickly appreciated what had happened. The 
Twain had met. 

The designing team at Crewe, always striving 
for perfection, had achieved, at least for the 
moment, their ideal. There is, of course, now a 
still further target. 


Two 


Research, design and new equipment had 
advanced to such a degree that silence, reliability 
and dignity could be married to really high 
performance. The once wide gap sharply dividing 
the features of Rolls-Royce and Bentley models 
had, at last, closed. 

The new Rolls-Royce is quiet, comfortable 
and is certainly the best-looking motor-car ever 
to be produced by the firm. It is also the first 
Rolls-Royce built since 1911 to be capable of a 
speed of over 100 m.p.h. Likewise, the Bentley 
has lost none of its old ‘punch’; it is still a 
sporting machine. 

I would put it thus; the Bentley is now a 
Rolls-Royce—the Rolls-Royce is now a Bentley 
as well and, moreover, neither has lost in the 
transformation; in fact there has been gain on 
both sides. 


It has been my pleasure as well as business over 
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THE NEW BENTLEY, outside the Delemere Golf Club. 
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GRACE AND BEAUTY. 


the past year to drive both these cars many 
thousands of miles on the narrow twisting roads 
of Britain as well as on the wider straighter 
thoroughfares of the Continent and, though a 
professional critic, rather naturally I cannot fault 
them. 

With a car of this prestige and price onc 
obviously approaches a test run in highly critical 
mood. On first sight one notices that the 
cars have no sunshine roof, that the craft of the 
coachbuilder has given way to the presses of the 
steel-men; but strangest of all, the synchromesh 
gearbox has been replaced by an automatic 
device. These matters I thought, when I first 
viewed the car, required serious consideration. 
But in historic Rolls-Royce and Bentley silence 
those early criticisms of mine disappeared with 
the wind. Let us consider them in order. 

The end of the sunshine roof was an obvious “SPIRIT OF ECSTASY”. 


FOUR 
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SPEED AND RELIABILITY on the road. 


development. With the high speed car of to-day, 
where mechanical silence of a high degree has 
been achieved, wind noisc becomes a problem. 
A properly designed body solves this as long as 
the windows and, of course, the sunshine-roof 
are kept closed. 

So the answer to the problem is a really 
efficient air-conditioning system. The new model 
most certainly has this; operated by two 
24-kilowatt electric motors there are six different 
control positions. If so desired one can have warm 
air circulating around the fect and cool air to the 
head, or both at the same time. Incidentally, the 
push and pull controls on the dash board are of 
the violin type—the genuine Stradivarius touch. 

The all-stcel saloon is probably the best example 
of a body ever produced by presses. Immensely 
strong, it is also exceptionally quiet. In fact so 
completely insulated from the chassis is the REFLECTIONS. The Bentley motif. 


FIVE 
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REAR SUSPENSION, the Z bar counteracts 
the torque effect and regulates rolling to provide 
the correct degree of understeer. 


INDEPENDENT FRONT SUSPENSION, 
the long and short wishbones, coil spring and 
anti-roll rod. 


NEW BRAKE DRUMS with increased 


L— —————— — — braking area give greater efficiency. 


SIX 
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‘THE TWAIN HAVE MET’. The Crewe Car factory. 


coachwork that the only metal between the 
driving compartment and the chassis is the 
speedometer cable. Unlike the average steel 
saloon, the doors close as they would on the 
old-fashioned coach built body and, of course, 
rattles do not come and go with changes of the 
weather ! 

The standardisation of the automatic trans- 
mission at first sight, and particularly to the 
motorist who likes driving for driving’s sake, 
seemed a retrograde step, especially as the manual 
type of gearbox previously used was probably the 
best of its type ever constructed. 

I think it is a mistake to emphasise that the new 
transmission system is ‘ automatic’, In point of 
fact, this new transmission system is really two— 
for the lazy or tired man, the car can be driven 
silently and quickly with the gear changes made 


automatically, but a good driver can really 


SEVEN 


utilise his skill to the fullest. By operation of the 
gear change lever on the steering column he can 
make changes up and down when and where he 
likes and when he learns the trick the changes 
that can be achieved are faster than with the 
gearbox of a modern racing car. Yet, the older 
enthusiast can learn to double-declutch all over 
again if he wants to; closely-allied movements of 
the lever and quick double or ‘dab’ of the 
acceleration pedal and the change is made 
instantly and smoothly. 

Certainly, I myself have had more sheer 
driving fun operating this new gearbox than on 
any other gear mechanism; and after a tiring day 
it is pleasant to engage the lever to * position 
four’ and then one can relax, steer the machine 
and operate the two pedals—accelerator and the 
brakes—as required. It’s as easy as that. And the 
woman driver—I am not suggesting fora moment 
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CLOUD BEFORE THE 
DAWN. The hall mark of 
progress. 


STYLE setting the fashion. 
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GOLD AND SILVER. The Silver Cloud at the Golden Jubilee of the A.A. 


that women don’t like ‘ old-fashioned’ gear- 
changes—will fall in love with this new gear- 
mechanism. It is something quite new and the 
more you drive the more you become enamoured 
of it. 

The disadvantage of the early automatic 
transmissions was the fact that under certain 
conditions—on mountain roads for instance 
change into top might be made when, in point of 
fact, the driver desired to remain in a lower gear. 
With the new model the lever on the steering 
column locks the gear in the position desired. 
And, in fact, I can say from personal experience in 
the Alps, that this big car can be handled—uphill 
and downhill—in perfect security. And it is the 
downhill test that is the sternest. 

Any average driver at the wheel of a good car 


‘a 


can go quickly uphill. Down-hill driving, 
particularly on a long, and possibly treacherous 
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Alpine Pass, with the average car great skill is 
required. But the new automatic gearbox, allied 
to the bigger, more powerful brakes, renders this 
example of ‘expert’ driving child’s play. The 
ability to lock the automatic gear-system in 
second or third gears is the secret. Brake for a 
hairpin, accelerate, brake again and so on—down 
the Stelvio my passengers did not realise that we 
went faster down this famous pass—Europe’s 
second highest—than we went up, and that was 
very quickly! I was anxious to find out if the 
brakes ‘ faded’ in a long down-hill run for even 
some of the best cars have this failing. The brakes 
on the ‘ S ’-type were as good at Trafoi as they 
were at the summit—truly magnificent. 

What I—and my passengers—were intrigued 
by was the gentlemanly behaviour of the new 
car in the wet. My wife, who has raced, very 
quickly discovered that the car could be driven— 
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PREPARING FOR THE CUSTOMER. Pre-test Bentleys. 


the occasion was over secondary roads in the road-holding of this car. That is because | like 
Alpes Maritime—as fast in the wet as in the dry. driving a fast car fast. But it must be added that 
We were really trying—we averaged from both cars are equally silent and smooth, trickling 
Grenoble to Turin 55 m.p.h. and all I can say is through heavy traffic on a wet night in London. 
that a slightly nervous passenger, as most drivers In fact—limousine and sporting car in one. 
are away from the wheel, sat comfortably and Now for a brief description of the Bentley ‘ S’ 
viewed the scenery! That was both impressive series and the Rolls-Royce ‘ Silver Cloud ’. 
and unusual my wife said. These motor-cars represent a major advance in 

My next memorable impression of the new car the design of chassis, power-unit and coachwork. 
—both models in fact— was at the Oulton Park They are, as I have proved for myself con- 
motor-racing course in August. The ‘Silver clusively, up to modern standards of silence and 
Cloud’ and the ‘ S-type’ were both on duty as luxury, and are sufficiently powerful to corner 
Stewards’ cars during an international race surely and to hold a high average speed without 
meeting. I took the opportunity of having a fast fatigue to driver or passenger and even more 
run round this interesting and twisting 22-miles important, as 1 have indicated, the new braking 
race circuit and, quite unofficially, beat the 1954 system is up to the standard of the rest of the 
lap record for saloon cars! machine. 

Lhave, perhaps, emphasised the performance— The main changes in specification made after a 
speed, quick gear-change, brakes, steering and long period of development, are a completely 
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ENGLISH ELEGANCE, Beeston Crags. 


a new chassis frame and suspension, and engine of 
increased power, stecring which is light and 
certain and brakes which are at once more 
sensitive as well as more powerful. 

Inside the car the fittings have the mark of the 
expert craftsmen of Crewe. As an instance, each 
half of the back rest of the full width of the front 
seat is independently adjustable for rake to suit 
driver and passenger. It will at once be appreciated 
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that there is a wider view not only ahead but 
astern on this new model and this has been 
achieved without the * glass carriage ’ feeling, to 
which so many of us object. 

The new car is a real five-seater with ample leg 
room front and rear and the luggage compart- 
ment is not only larger but of a more convenient 
shape than on previous models. 

To itemize some of the more important 
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THE WIDE SCREEN. 4 full view. 


features; the wheel base has been increased by 
three inches and the welded chassis frame has 
resulted in a lower machine with no reduction 
of head room. The new suspension system is 
softer and allows for greater up and down wheel 
movement, yet the car neither pitches nor rolls. 
On this new model the rear dampers are electri- 
cally controlled for ‘hard’ or ‘ soft’. 

The steering is light and positive with no 
tendency to oversteer. While the road wheels 
themselves are smaller, the tyres are bigger 
which results not only in good road holding and 
lack of tyre noise but also improves comfort, and 
the car will cover some 20,000 miles before new 
covers are required. 

I particularly like the new braking system. 
There is greatly improved ‘feel’ of the pedal. 
The brakes are power-assisted and are the best I 
have ever tried on other than racing cars. The 
‘Silver Cloud’, for instance, from a speed of 
70 m.p.h. comes smoothly to rest in a distance of 
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114 feet. The brake shoes are fitted in wider 
drums at zero clearance and the speed of the 
mechanical servo has been doubled. Another 
point of interest—the hand-brake is a great 
improvement on the much criticised pistol-grip 
type. 

Undoubtedly drivers of the new car will be 
surprised and vastly impressed, particularly when 
comparing the new car with the Mark VI, by 
the new and lower chassis, the steering and 
suspension, the car gives at high speed that 
desirable ‘ flat’ ride without the shadow of a 
suspicion of roll or sway. The quietness of 
power-unit and transmission is such that rear 
seat passengers have little idea of the speed at 
which they are travelling. 

Those are the main features of this most 
attractive of all new cars. As one drives the car, 
be it ‘ Silver Cloud’ or Bentley ‘S$’, one learns 
more. © Cockpit drill ’ is essential for the enthusi- 
ast; the controls are both simple and complicated, 
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as functional and interesting as on a jet aircraft. 
The control panel of the new machine has been 
designed, tested and proved by artist-engineers. 
Anyone can drive it, but to get the supreme 
pleasure of handling it one has a great deal to 
learn. 

Let us consider one comparatively minor 
feature—the locking system; the ignition key 
locks the ignition and electrical system as well as 
the rear boot. There is another key, which locks 
the two front doors. When you work it out this 
is obviously a well-nigh thief-proof system. 

The movement of one of those attractive 
violin type switches on the dash opens the flap 
covering the petrol filler. In fact it will be 
appreciated that the whole arrangement of con- 
trols has becn thought out and designed by 
craftsmen who are also motorists, which perhaps 
does not occur as often as might be thought, in 
the world’s motor industry. 

On the road, as I have indicated, the car is a 


delight to drive. For the first few miles it is too 
obvious that one is handling a big car—as well as 
a very expensive one—but the accurate steering 
the light and powerful brakes, and the accelera- 
tion of the machine soon enable one to handle the 
car effortlessly, either speedily on the open road 
or more quietly in heavy traffic. 

On my tests with both models the 100 m.p.h. 
figure was passed with ease—and in silence— 
and on several occasions at home and abroad. 
It is unnecessary to say that these high speeds were 
also achieved in safety. During my tests the 
average of both high speed runs over many miles, 
constant stopping and re-starting, the petrol 
consumption figure averaged 16.4 m.p.g. Try as 
I could I have been unable to fault either of these 
new cars. I can only say that the price is high—in 
the case of the ‘ Silver Cloud’ no less than 
£1,700 is purchase tax—but the connoisseur 
will make light of this. 

To the Craftsmen of Crewe—Congratulations. 


GOOD ACCOMMODATION REQUIRED. 
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CILARLESSTURE UNIVERSITY : 


48RM outside Charles Sturt University, Wagga Wagga. Interestingly, the passenger is Fr. Fred Edwards, who accompanied 


the author when he drove the car home from Sydney as a hearse in 1962. 


Pat Brassil is well known to many 
members, not least those who attended the 
Wagga Wagga Federal Rally in 1993, as a 
raconteur of some note. Fortunately for us, 
Pat somehow contrives to write in the same 
entertaining manner in which he speaks. 
This is Part One of a three part article on his 
VLWB (Very Long Wheelbase) Silver 
Ghost, 48RM. 


This article was written shortly after 
returning from the Inaugural Australian 
Wholly Ghost Tour at Echuca and it should 
be said that it was a great rally. Keith and 
Kerry Wherry are to be congratulated on 
the organisation. It was so good that it has 
shaken me out of my lethargy to the extent 
that I think I should rid the world of the 
myths that surround 48RM and tell you all 
of how the longest Silver Ghost in the 
world came to be that way. 

I say the longest Silver Ghost in the 
world because Jonathon Harley told me 
that, as far as he knew, it was. How it came 
to be so is interesting. If you had fed it 
petrol and oil, as I have for over 30 years, 
you could be forgiven for thinking that on 
this rich and plentiful diet, it just grew. 


48 RM 


Part I 


By Pat Brassil (A.C.T.) 


Such is not the case, it had two major 
surgeries which have contributed to its 
present majestic maturity. 

48 RM started life as a big baby being 
a “long type chassis with 33" x 5" Dunlop 
s/s cord tyres”. It was to be fitted with a 
“two seater with dickey” body weighing 8 
cwts and allowance for 4/2 passengers and 
1 cwt of luggage. The above information 
and quotes are from the Chassis Card 
details, as is other appropriate information, 
obtained for me by Jonathon Harley from 
the Rolls-Royce Enthusiasts’ Club in 
England. 

I had, for many years, considered that 
48RM was a 1923 car. My reasons for this 
were that, first, it was advertised in the 
Sydney Morning Herald in 1962 as being 
a 1923 car, second, while it had four-wheel 
brakes, I knew that it had been sent back to 
the factory to have them fitted, and third, 
Bert Ward, of fond and respected memory, 
always spoke of it as though it were a 1923 
car. Of course, my preconception of 1923 
manufacture may have made me hear 1923 
when Bert Ward was saying 1924 was its 
year of manufacture. Others used to tell me 
that it was a 1924 car and marvelled at my 
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inability to perceive that since it had four- 
wheel brakes it was a 1924 model. I used 
to reply that it came with two-wheel brakes 
and was sent back later to have them fitted. 
This used to silence them and they would 
retire shaking their heads and wondering 
at my obstinate refusal to accept their 
reasoned and logical arguments. 

The chassis cards show that it was 
shipped for Dalgety and Co. as agents for 
Mr Howard-Smith on the steam ship Port 
Darwin on 26/5/24 and that there was an 
allowance of £150 for the non-supply of 
four-wheel brakes. The body was made 
and fitted by Jackson, Jones and Collins of 
Sydney and finally tested on 3/12/24 when 
presumably it became the property of Mr 
A. Howard-Smith of ‘Wunulla’, Wunulla 
Road, Point Piper, Sydney. 

It is interesting to read the chassis card 
details, to see the arrangements that Rolls- 
Royce made to accommodate the proposed 
body — the spring arrangements for the 
“two seater with dickey” body and the 
changes to wiring for the side lamps to be 
fitted to the scuttle rather than the front 
mudguards. 

Life went on. 
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The cards record that on 13/2/28 the 
chassis was in the works to fit four wheel 
brakes and for accident repairs. It was 
shipped to Australia for the second time on 
31/3/28 per the s.s. Orsova from London 
to Sydney. 

The fitting of four-wheel brakes was an 
interesting exercise while what the chassis 
repairs were, I do not know. To fit the 
four-wheel brakes required a new gearbox 
for the servo-assistance. This necessitated 
shifting the dynamo to the near side of the 
engine driven by the shaft which drives the 
magneto which was shifted to the rear of 
the engine so that the only way you can 
watch the points opening to time the mag- 
neto is to use a misror. 

The relocation of the dynamo and mag- 
neto meant changing the exhaust manifold 
from separate manifolds for each block to 
a single one with the exhaust pipe from the 
front to the expansion box. 

Another change involved putting the 
spring shackle at the front rather than the 
back of the front springs. I think that chan- 
ges at this time also involved the fitting of 
hydraulic shock absorbers at the front, 
rather than friction type, though whether 
this was because of the four-wheel brakes 
or not, I do not know. 

Bert Ward told me that he (presumably 
as Appleby and Ward) had taken off the 
body before the chassis was sent to 
England and refitted it on its return. 

Apparently the car returned to its 
owner, Mr Howard-Smith, and was used 
by him for some years. 

The next stage in the growth of the 
Ghost was the lengthening of the chassis 
to accept a hearse body. 

I do not know if there were other 
owners between Mr Howard-Smith and 
W.N. Bull and Co, Funeral Directors, of 
King Street, Newtown in Sydney. But it is 
certain that Bert Ward extended the 
chassis. 

The lengthening of the chassis was a 
great job. The concept is simple but the 
work must have been extraordinarily 
demanding. To do the job the chassis was 
cut and the back portion moved back; the 
plates connecting the gearbox to the 
universal joint were separated and a tube, 
about two feet long, with male and female 
plates fitted at the appropriate ends, was 
inserted between the gearbox and the 
universal. The universal, of course, had to 
be supported. As I understand it, the 
universal used to hang from the same 
tubular cross-member that supports the 
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back of the gearbox. This was no longer 
possible, so a new cross-member was 
fitted to that part of the chassis that was 
moved back and the universal was fitted to 
this new cross-member. New chassis rail 
members were introduced on either side 
and welded to the inside of the chassis to 
strengthen the welds on the outside of the 
chassis. The strengthening rods under- 
neath the chassis were replaced (Ican’t see 
any welds on them), the brake cables and 
petrol and air lines were extended and the 
wiring to the rear replaced. I think that the 
entire wiring was replaced but I don’t 
know this. 

A problem still remained. 

The cylindrical shaft transmitting the 
power from the gear-box to the universal 
would have had a tendency to whip. Bert 
Ward solved this problem by fitting a big 
brass or gunmetal bearing, not to the ex- 
tension shaft, but to the shaft which 
entered the universal from the plate which 
used to connect to the gear-box but now 
connected to the extension shaft. This 
bearing is housed right at the front of the 
universal sphere and so necessitated 
machining off the lip of the big spheroid 
housing which encases the universal, drill- 
ing three small holes on either half of the 
casing and drilling and tapping three holes 
in each half of the big new brass bearing 
to locate it. More about this ingenious 
arrangement later. 

Bert Ward told me that there would be 
many people advising me to shorten the 
chassis back to standard and warned me 
never to do it. He explained to me that the 


lengthening of the chassis was a good job 
and that there were very few people who 
could bring it back to original because of 
both the difficulty of lining everything up 
properly and the difficulty of welding the 
special steels developed by Rolls-Royce 
metallurgy. He was right about the ad- 
visers and about the job. 

As far as I’m concerned it will never be 
shortened while I own it. 

All this was done to accommodate one 
of the largest and most beautiful hearse 
bodies that you have ever seen. It, like the 
original body, was built by Jackson, Jones 
and Collins of Parramatta Road, Glebe in 
Sydney, and completely enveloped the 
chassis. There was a grill, which looked 
very much like a Buick’s, built at the front 
of the dumb-irons and a bonnet which 
completely covered the radiator (minus the 
Silver Lady) and enormous curved 
mudguards which must have been eight 
feet long and went back to the front (and 
only) side doors. The hearse body ex- 
tended from behind the driver’s seat to two 
or three feet behind the back wheels, which 
had spats fitted to the back mudguards, and 
covered the wheels nearly to the tyres so 
that only a detailed inspection revealed 
wire wheels. The front wheels had discs 
covering them so that you couldn’t tell that 
they were wire wheels. 

Just behind the door on each side was a 
little Gothic-type niche in which could be 
put a vase of flowers, and behind this an 
enormous glass panel about eight feet long 
and two feet deep, curved both ways with 
the glass only about an eighth of an inch 


When purchased by the author in 1962, 48RM was fitted with this enormous hearse body, in 
which guise it was used by the Sydney undertakers W.N. Bull & Co. Many people who never 
had the opportunity to ride in a Rolls-Royce in life at least took their final ride in one. 
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thick, through which one would be able to 
see the coffin. Below the platform which 
carried the coffin at a funeral was another 
compartment with a sliding floor, designed 
to carry the coffin from the house or hospi- 
tal to the funeral parlour when there was 
not a funeral procession. 

As I said, it was a beautiful hearse. So 
why sell it? As W.N. Bull explained it to 
me, the hearse was made in the lavishly 
curved days of the middle thirties and had 
become out of date. Besides this, it was an 
enormous vehicle and had worn out num- 
bers of mourning coaches. When I bought 
it, in 1962, they had two cars of reasonable 
size, a 7-passenger La Salle and a Humber 
Pullman, both of which were worn out. 
The most usual larger car to buy at that 
time was a Dodge which looked puny be- 
side this remarkable hearse. 

If you are going to buy a second-hand 
car, you should buy it from W.N. Bull and 
Co. if at all possible, though they are 
funeral directors, not used car dealers. I 
could only get to Sydney on a Saturday so 
they arranged for their mechanic to come 
in. He showed me how to put petrol in the 
car, how to add oil to the engine and how 
to drive it. I had no knowledge of Rolls- 
Royce cars except that they were the Best 
Cars in the World and I had never driven 
one. He showed me all this, had all the 
tools applicable to the car, the two spare 
wheels and the instruction book all stowed 
in it. It was full of petrol, oil and water and 
he wished me well as I drove away though 
it was obvious that he was sorry to see the 
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car leave. 

I drove the hearse home to Canberra by 
night with headlights whose first pristine 
brilliance had dimmed to obscurity. It was 
difficult on a number of counts, not know- 
ing Silver Ghosts, not knowing the 
gear-box, not knowing petrol and oil con- 
sumption and having the youth of 
Goulburn singing “Glory, Glory, Hal- 
lelujah” loudly and raucously in the main 
street as the old hearse berthed for a short 
stop. 

The next problem was a body. I had 
bought the car as a practical means of 
transporting my reasonably large family 
over long distances at a reasonable speed. 
I toyed with the idea of converting the 
hearse body to a station wagon but this was 
soon seen to be impractical. So there I was 
with an old hearse looking for a body. 

I approached George Green (again of 
fond and respected memory) by letter as I 
had never met him. His reply was typical 
of aman who was interested in the problem 
and keen to see another Rolls-Royce on the 
road. 

He knew of no body which was avail- 
able and suitable but thought that perhaps 
a Flint or Minerva would suit. He knew of 
one of these and would look at it to see if 
I could use it. He wrote and told me that 
the body concerned was so rusted as to be 
impractical. That, I thought, finished that, 
but I was tremendously impressed with the 
fact that a man whom I had never met 
would go to so much trouble to help some- 
one he didn’t know to get an old car back 
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on the road. 

I looked at many cars and bodies, main- 
ly Packards and similar large American 
cars, but they fell into two categories. 
Either they were so good as cars that they 
should be restored and therefore expen- 
sive, or so bad that they needed new bodies 
and still expensive. I had arrived at the 
conclusion that I would have to build a 
body and had even bought a book on how 
to do so, when another letter from George 
Green arrived. No doubt I had found a 
body and the car was on the road, but if not, 
he knew of a man who had decided to put 
a new body on a 1921 Ghost. The car’s 
present body was made in 1933 by Jack- 
son, Jones and Collins and the owner 
considered it was worn out. I contacted the 
owner and I could have the body if I took 
it off the car. I jumped at the chance. 

The body was a limousine and a beauti- 
ful thing. However, it didn’t fit the chassis 
which I was not prepared to shorten. I 
made up a piece of angle iron to cross the 
chassis and rested the rear of the body on 
this. This left the end of the body in such a 
position that the rear tyres met the end of 
the body at about one-quarter of the length 
of the tyre and the wheel arch stretched in 
front of the wheel. I constructed the first 
quarter of a new wheel arch at the end of 
the body and fitted a box to carry the rest 
of the wheel arch to the rear. I then filled 
in the rest of the wheel arch on the old 
body. It was not a great job, nor a pretty 
job, but it worked. 

By working morning and night in the 


48RM in a different guise, wearing the saloon body that replaced the hearse. The left-hand picture was taken at the 1965 Federal Rally in Canberra. 
Note the temporary Lucas P.100-L headlamps, a type used by Jaguar for their early post-war saloons and Austin for their Sheerline model, but 
never by Rolls-Royce. The right-hand picture, taken in 1973, shows that the saloon body, though very large, was nevertheless too short for this 
extended Silver Ghost chassis. The trunk at the rear took up the slack. 
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bleak Canberra winter, it was ready for the 
Federal Rally held in Canberra in 1965. 
When I say “ready” I probably exaggerate. 
It was registered and on the road but the 
seats had a blanket thrown across the 
springs and there was no interior 
upholstery or finish. 

Even registering the car was an inter- 
esting experience. In the A.C.T. in those 
days (and, I think, even now) every car for 
registration, whether initial or renewal, 
had to go for inspection in a big inspection 
station run by the appropriate government 
department. This was a fearsome thing 
even for a sleek modern machine, let alone 
an aged lady that had been prepared by a 
young man whose heart was full of love 
but whose skill was minimal. The old car 
passed every phase of the test but I gained 
the distinct impression that the inspector 
was not really happy. He finally said to me 
that the last test was the brake test. I had to 
drive the car forward onto pads set into the 
floor, at about 10 mph and he would signal 
me as to when to apply the brakes. He 
advised me to apply them as firmly as 
possible and without saying so, gave me 
the impression that the whole thing was 
pretty hopeless. Beside each pad was a 
pedestal which carried a glass-encased top 
enclosing a tub up which a red-coloured 
liquid would rise to indicate the effective- 
ness of the brakes on each wheel. 

The appearance of this unusual car at 
the inspection station had caused a consid- 
erable degree of interest, and by the time 
this last deciding test was to occur the big 
station was full of people, employees of 
the inspection station and owners of other 
cars due for registration. This crowd let 
out a great roar as the red liquid rose in the 
glass columns and even the serious mien 
of the inspector creased into a smile. Be- 
wildered, I asked what was wrong and was 
told that I had recorded the highest read- 
ings the station had seen to that day and the 
car had passed. 

Anne and J and the children all fronted 
up for the Rally next day and I suppose it 
was the most disappointing day I had even 
spent with the old car. I suppose I’d 
expected that people would be interested 
in the car and would tell me things I could 
do to improve it. Of course, my expecta- 
tions were unreasonable; I knew hardly 
anyone and those few who looked at the 
vehicle of which I was so proud, shook 
their heads at the hopelessness of the task 
ahead and advised me to shorten the 
chassis. 
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48RM conveying Test cricketers Mark Taylor and Michael Slater while being welcomed back by 
the City of Wagga Wagga from their triumphant tour of England last year. The driver is A.C.T. 
Branch member John Elliott. Note the fine Bleriot headlamps now fitted. 


The old car worked at giving the family 
pleasure for years. It was a practical means 
of driving them at a reasonable speed over 
reasonable distances. Trips that we did 
included from Canberra, up through 
Cabramurra, down to Khancoban, then to 
Wagga Wagga and back to Canberra; from 
Wagga Wagga, after we moved there in 
1967, through Junee, Cootamundra, 
Young, Cowra, Bathurst, the Victoria Pass 
and down to Sydney; Sydney to Gosford 
and return on the hottest day of that 
summer; Wagga Wagga through Canberra 
and the Clyde Mountain to Bermagui and 
return; but by 1974, the car was growing 
tired and the body, which was worn out 
when I had got it, was now defunct. 

The car went off the road in May 1975 
and did not return till 1985. The time it 
took was the result of the usual problems 
of old car restorers. Sometimes I had 
money and sometimes I had time. Mostly 
I had neither and rarely did I have both 
together. However, in that period, new 
rings were fitted, the car was rewired and 
a new body was built by George Williams 
of Parramatta Road, Glebe in Sydney. I 
mention this particularly because the tour 
programme for the Inaugural Australian 
Ghost Tour held in Echuca indicates that 
the body was by Humber in the 1930s. This 
is not so. It was built by George Williams, 
as I said, and was based on the “Gill” 
all-weather body found on page 386 of 
Lawrence Dalton’s Coachwork on Rolls- 
Royce. 

George didn’t finish the job because, 
once again, I had run out of money, but he 


built the body, fitted door handles, fitted 
running board brackets (which, incidental- 
ly, were made in Junee by a blacksmith) 
and fitted the hood fingers and bows. The 
fingers were made in Wagga Wagga and 
the maker is still alive. I brought the car 
home and paused while time and money 
readjusted themselves. 

The next spurt of energy was triggered 
at Christmas 1984 when my eldest son told 
me that he was getting married in the fol- 
lowing August and would very much like 
the car for the wedding. Number two son 
supported this idea as he intended to get 
married in the same year. I therefore went 
to work. 

T rewired the car, fitted windows to the 
doors, made a hinged windscreen frame 
and fitted that and the windscreen, 
agonised at many family councils over the 
colours for the car and decided on the 
present maroon and black (picked by a 
son-in-law), had the car painted by C. 
Graham Evans, Smash Repairs of Wagga 
Wagga, bought the best Australian hides 
and had it upholstered by Rod McCabe of 
Wagga Wagga, ordered Mountain Ash for 
the running boards and cut and fitted them 
and did a thousand other things. 

The car was ready on the morning of 
the first wedding, so I oiled up the univer- 
sal, put petrol in the tank, water in the 
radiator, air in the tyres, oil in the sump and 
set off for Leeton, some ninety miles away. 
Naturally, the old car performed beauti- 
fully. 


Continued next issue. 
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The use of Unleaded Fuels 


in Rolls-Royce and Bentley Engines 


The debate has been going on for a 
number of years, but a note of urgency has 
crept in now that the Federal Government 
has reduced the lead content of leaded 
petrol and set a timetable for further reduc- 
tions over the next few years until it is 
removed completely by the end of the cen- 
tury. 

Suddenly, owners are worrying about 
the valves and valve seats in their veteran, 
vintage and early post-war cars. Will we 
be faced with increasing wear in these cars, 
with a loss of performance and eventually 
with horrendous overhaul bills because of 
lead being phased out? 

It is the uncertainty of the situation, the 
lack of factual information which is fuell- 
ing (no pun intended) the anxiety. 

Whilst at Crewe recently I had a discus- 
sion with a Rolls-Royce Motor Cars Ltd 
executive on the subject of unleaded fuels 
and he handed me a paper by the retired 
Chief Engineer, Power Train, of the Com- 
pany, Mr K.E.Lee. This answers most 
owners’ questions. (Extracts from Mr 
Lee’ s paper follow this article. — Ed.) 

To elaborate a little on what Mr Lee has 
written I discussed the subject of valve seat 
recession with a number of motor en- 
gineers. I was told that the principal causes 
are sustained high r.p.m., i.e. 4,500 and 
over, high compression with steep cam- 
shaft profiles and heavy valve springs 
causing valves to snap shut quickly with 
heavy impact. Lead not only raised the 
octane rating but cushioned the impact of 
the valve upon the seat, which is particular- 
ly valuable at the higher temperatures 
associated with exhaust valves. 

Now, let’s look at how these factors 
affect Rolls-Royce and Bentley cars. To 
my mind, not one model from the earliest 
Silver Ghosts to the end of the six-cylinder 
engine in the Silver Cloud I and Bentley 


By Tony Ward 


(N.S.W. Branch Technical Officer) 


S1 series meets these conditions in any 
way! Rolls-Royce engines were robustly 
built from the best materials available in 
their period. They were under-stressed, 
low inr.p.m. and low in compression ratio. 

It is true that though the Silver Cloud 
started off at 6.6:1 compression ratio it was 
raised to 8:1 on the later series of that 
model. However, Rolls-Royce paid par- 
ticular attention to valve and valve seat 
material quality and at 25 m.p.h. per 1,000 
I.p.m. in top gear you would only be doing 
3,000 r.p.m. at 75 m.p-h. (120 km/h), 
which is above the maximum speed limit! 
In a Bentley Mk VI at 22 m.p.h. per 1,000 
r.p.m. you would only be running your 
engine at 3,400 r.p.m. at 75 m.p.h! 

The other key factor in the debate is 
mileage. Just how many miles per annum 
are we likely to do in these cars? Not much 
in the case of pre-war cars, I would think, 
but perhaps somewhat more for the post- 
war 6-cylinder models. 

However, a couple of experienced tech- 
nical members of the R.R.E.C. sounded a 
note of caution in a conversation with me 
at Althorp last year, saying that they would 
like to see a test carried out in which a 
suitable Rolls-Royce model was run for a 
large mileage on unleaded petrol. The 
valve seats would need to be checked 
before and after the test to see if any reces- 
sion had occurred. 

It is interesting to note that lead was not 
originally added to petrol to act as a valve 
seat lubricant, but rather for the reasons 
explained by Mr Lee. The lubricating 
property was an added bonus. 

In discussions with an Ampol engineer I 
was told that the octane ratings of petrol in 
Australia at the present time are as follows: 

Super (leaded) — 96 

Regular unleaded — 91 

Premium unleaded — 95 


Shell have recently introduced a 
reduced-lead fuel which they call “Half 
Lead”. However, the octane rating has 
been maintained at 97 by changes in the 
production process and not by adding ben- 
zene. It is ironic that the lethal qualities of 
benzene, which is a carcenogen, are now 
causing concern. It is currently present in 
all grades of petrol marketed in Australia 
and may well prove, as research prog- 
resses, to be even more of a health danger 
than lead. 

Inthe U.S.A., a lead substitute for valve 
seat lubrication purposes, called Valve 
Master, was developed by DuPont. This is 
poured into the tank with every fill of 
unleaded petrol. The Australian agency for 
this product is held by one of our Club 
members, Geoffrey Harrison — ’phone 
02-938-1066. An item in arecent R.R.E.C. 
Bulletin states that tests are being con- 
ducted in Britain on an anti-valve seat 
recession additive which has been used 
extensively in the U.S.A. 

Although some of the valve seats in our 
older cars may not be of the hardest 
material, e.g. the bronze seats in the 
Phantom II alloy head, the key factor I 
think is useage. Are we really going to do 
the large mileages for any deterioration to 
be noticed? In any case, an additive as a 
substitute for lead may well be the answer 
to our problems — if indeed there are any 
problems! 

This article is intended as information 
only and should not be taken as a recom- 
mendation by the author or the Club of any 
particular course of action. 


¥ 


See also Valve Seat Recession: Use of 
Unleaded Gasoline in older engines 
P3-93, p.2210. 
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Unleaded fuels for Rolls-Royce and Bentley engines 


— what should you do? 


From a paper by K. E. Lea, C.Eng., B.Sc.Hons., M.1.Mech.E., M.I.Mar.E., Chief Engineer, Power Train, 


Lead in fuel has been used world wide 
as a means of reducing the tendency of 
engines to ‘knock’ or ‘pink’ while increas- 
ing the useful portion available for power 
of the heat value of the fuel. This results in 
an engine’s ability to the best fuel efficien- 
cy at the highest compression ratio without 
the incidence of spontaneous ignition 
before the proper flame front has arrived 
at that part of the unburnt mixture. Spark 
knock is a phenomenon experienced by all 
spark ignition gasoline engines and the 
sensitivity of each engine to this 
phenomenon is the most important limit- 
ing parameter in the relationship of fuel 
quality versus engine design. 

This is very much an ‘empirical’ 
relationship and is controlied between the 
oil and motor industries by means of deriv- 
ing a specification using a standard series 
of tests. This is designated by the ‘octane 
number’ and there are two definitions used 
in the industries. The most widely recog- 
nised in Europe is the Research Octane 
Number (RON). 

The octane number of a commercial 
fuel is rated against certain reference fuels 
on the scale 0 to 100 numbers. 0 reference 
fuel is a heptane fuel and 100 scale is an 
iso-octane fuel, neither of which need con- 
cern the motorist in their detailed 
definition as they only, but importantly, 
form the basis of a reference test on a 
single-cylinder research engine which is a 
standard for the industries. 

However, the important point is how 
commercial fuels obtain their octane rating 
capability for use in commercial engines. 
It is interesting to note that various con- 
stituents of a cracking process of a crude 
oil have basically an inherent octane rating 
for the various hydrocarbon groups that 
can be used in gasoline blends. These are 
as follows: 


Paraffins 
Iso-paraffins 


Generally low, 0-60 
Generally medium to 
high, 50-100 
Cyclo-paraffins Medium to high, 75-100 


Rolls-Royce Motor Car Ltd (retired). 


Olefins Fairly high but 
variable around 
90-100 

Aromatics 100-120 


Motor gasolines, or to us Europeans 
petrol, are a blend of the above fractions 
stabilised during storage and combustion 
by various additives which have changed 
with the continued development of the fuel 
and engine designs over the history of the 
motor car and commercial engines. 

During the 1920s it was found that an 
octane improver utilised with the low basic 
hydrocarbon groups was the addition of 
tetra-ethy] lead (TEL), which stabilised the 
quality of the fuel at higher octane num- 
bers and was widely adopted. 

Additives in general are very potent 
and are added in very small quantities up 
to 0.2% by volume. To be wholly accept- 
able an additive must not only be effective 
in its particular duty but also must be stable 
and fuel soluble with no undesirable side 
effects on performance or engine condi- 
tion or on fuel storage stability. In the 
period 1920-1970 lead alkyls satisfied 
most of these criteria. In these compounds 
when added to gasoline the lead atom is 
bound in a fuel soluble form to give tetra- 
ethyl lead (TEL). During burning in the 
cylinder the lead is freed and forms a 
dioxide, where it absorbs the active 
molecules of the combustion mixture ‘end 
gases’ that remain in the cylinder after 
combustion has commenced. If this reac- 
tion did not take place these end gases can 
ignite spontaneously to give uncontrolled 
combustion and ‘knock’. 

Its potency as a knock controller lies in 
its ability to re-oxidise and repeat this 
chain-inhibiting reaction many times 
during the combustion process of one 
cylinder firing. In fact this molecular 
process, if unrestricted, then leaves lead 
oxides deposited on the combustion cham- 
ber walls and can cause plug fouling and 
insulator tracking, leading to misfiring, 
while also having a hot corrosion effect on 


exhaust valves. Further additives of 
dibromoethane and dicloroethane are 
therefore added to scavenge these com- 
pounds and evacuate them in the exhaust 
gas. 

Thus it can be seen that though these 
‘octane improvers’ based on lead alkyls 
are added in minute quantities to gasoline 
they are by design emitted from the engine 
and out through the exhaust to prevent 
engine damage. 

Relatively recently it has been said that 
these lead pollutants are harmful in high 
concentrations and hence the world wide 
movement to so-called lead free fuels. 

Incidentally, modern catalyst equipped 
cars must run on unleaded fuel, so that the 
lead is not deposited in the fine catalyst 
substrate that carries the chemical com- 
positions that further reduce hydrocarbons 
and nitrous oxides. Catalysts become 
quickly poisoned when using leaded fuels 
and cease to be chemically active. 

Lead free, or more precisely lead trace 
fuels, now widely available where emis- 
sion controls are in force which require the 
use of catalysts have been introduced in 
Europe, although in most European 
countries leaded fuels will remain avail- 
able for the foreseeable future. 

These trace lead fuels are manufactured 
by changes in the refinery blends and 
processes, which together with more 
modem additives give similar octane num- 
ber fuels to their leaded counterparts. 
However, the octane rating of automotive 
fuels has reduced from 100-97 RON range 
available at the height of the developments 
of TEL as an octane promoter. 

Perhaps it is of interest to review the 
general trends of octane number since the 
discovery of TEL technology in 1921 and 
its first application in the 1930s as shown 
in the table. As octane numbers were not 
recognised until the early 1930s, early 
numbers are a calculation based on fuel 
quality at the time. 

Thus, two aspects of operation for 
Rolls-Royce and Bentley cars need to be 


reviewed against fuels available in various 
countries in the past, present and future. 
These are 

(a) Any effects of (TEL) lead deletion on 
engine operation with respect to the 
Company’s products; and 

(b) The octane rating and its effects on 
operation against the original tunes by year 
of manufacture. 

It is said by many that the deletion of 
TEL from fuels will cause serious valve 
seat/valve wear and hence as tappet 
clearances close will lead to valve burning. 
Many engines may well so suffer but two 
aspects need clarification: 

First, engines fitted with aluminium 
heads which have valve inserts in high 
grade steel or irons will not suffer from this 
problem as this is the method by which cast 
iron heads are improved in terms of valve 
life if they suffer from valve breakage. 

Second, valve seat wear of non-inserted 
iron heads is extremely sensitive to com- 
bustion and operating metal temperatures 
and hence on large swept volume engines 
such as ours if such a sensitivity were 
present at all on older engines it will only 
occur at high speed and /oad running. Load 
factors on large engines are generally 
lower than those on medium size and small 
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family cars. 

If we review the situation specifically, 
we have: 
1. Ghost engine: Low rated low compres- 
sion. No problems envisaged as it was 
developed to run on unleaded fuels in the 
first place. 
2. Phantom I, post-AL series; Phantom II; 
Phantom II: All aluminium headed with 
valve inserts. No problems envisaged. 
3. Phantom I. pre-AL series; 20 h.p., 20/25, 
25/30; Bentley 314 and 4% Litre; Wraith 
and Bentley Mk V: An iron head 
developed as a combustion system on un- 
leaded fuels with the Rolls-Royce 20 and 
Phantom I. No problems are envisaged but 
when using unleaded fuel check inlet valve 
clearances more frequently if the vehicle is 
driven hard. 
4, All post-war six-cylinder overhead 
inlet/side exhaust valve engines up to S1 
series cars and any eight-cylinder engines 
built in this period: Aluminium head seat 
inserted. No problems envisaged. 
5. All V-8 engines from $2 onwards, to 
current day: developed for operation on 
both leaded and unleaded fuels with 
aluminium heads with valve seat inserts. 
Absolutely no problems. 

It can be seen therefore that all our 


U.K. history of highest available 
research octane number (RON) 


Year: RON: 


Pre-1917 
1922 


1928 First introduction of TEL (lead) in U.K. 

1931 More widespread but leaded fuel more expensive 
1932 Prices equalised 

1935 Leaded fuel more widespread still 

1939 Almost all leaded fuel 


1939-46 
1953 
1954 
1955-57 
1958-59 
1960 
1961-70 
1971-73 
1974 
1975-89 
1989 to date 95 


Second World War 


Unleaded musi be available 
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engine’s sensitivity to running on un- 
leaded fuel only varies from minor to nil, 
and frankly apart from keeping a watch on 
tappet clearances on iron headed engines 
if driven very hard, very frequently no 
other action is required. 

Turning now to the second aspect 
which is most important in terms of 
‘knock’ or ‘pinking’, where sustained 
heavy knock can be dangerous to engine 
reliability, care should be taken with cars 
whose manufacture date means that they 
have engines which were tuned and 
matched against high octane fuels on some 
post-war cars, this being 100 RON. For 
example, cars made in the late 1960s/early 
1970s where 99-100 RON fuel was avail- 
able, and includes $3s and early Shadows, 
these cars should have their static timing 
retarded to reflect the current availability 
of fuels within the country or area where 
they operate. However, infrequent filling 
with a lower grade fuel than that for which 
the engine is set normally results in slight 
‘pinking’ or ‘knock’ and is not detrimental. 
If, however, this is continued on a long- 
term basis the engine should be adjusted 
accordingly. In round terms static advance 
should be retarded from the original 
maker’s settings for our engines by 1° per 
octane number reduction. Thus cars tuned 
for 99 RON which now run on the 97 RON 
currently available should run ap- 
proximately 2° retarded from their original 
settings. (Note: 100 octane petrol has 
never been available in Australia and 
Silver Cloud IIl/S3/Silver Shadow'T Series 
cars built for this country had the same 
compression ratio as late S1 cars, so this 
slight problem does not arise here unless 
you have a U.K. delivered car. Silver 
Shadow II/T2 and subsequent models for 
Australia had an even lower compression 
ratio and unleaded fuels present no 
problems to them. — Ed.) 

Finally, pre-1940 engines which were 
designed for octane numbers less than 90 
should run on the low grade of fuel avail- 
able in their sphere of operation today as 
super grades will not be rewarding in terms 
of increases in performance as these en- 
gines were properly tuned for the lower 
octane rating. 

It is hoped that the above information 
gives some brief insight into the changes 
that have occurred over the past decades 
and will serve to allay the fears of our 
owners who still successfully operate older 
models of Rolls-Royce and Bentley motor 


cars. a 
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“The Edwardian Rolls-Royce” by John Fasal and Bryan Goodman. Two-volume set 


in slipcase. Size 297 m.m. x 210 m.m. 


1,094 monochrome illustrations. 15 colour 


plates. Two fold-out broadsheets in pockets, one in each volume. Printed on heavy 
quality art paper. Two period silk-tied bookmarks, Bound in maroon cloth over thick 
boards, blocked in real gold on spine, coloured endpapers, coloured headbands, gilded 
heads, inserted in heavy maroon cloth-bound slip case. Published by John Fasal. £195 
plus Postage and Packing (Air Mail) £38, or order by Visa or Mastercard, from Thames 
View (Holdings) Ltd, Thames View Business Centre, Abingdon, Oxfordshire. OX14 3LF, U.K. 


Today, probably more than at any 
time since the period of their production, 
the Rolls-Royce cars of the so-called 
Edwardian era, are demanding and 
receiving the genuine appreciation and 
the dedication that such exceptional cars 
deserve. The authors of The Edwardian 
Rolls-Royce, John Fasal and Bryan 
Goodman are well known to enthusiasts 
the world over. Their work is extra- 
ordinarily well supported by a truly 
fabulous dissertation on the pre-Ghost 
cars by Tom Clarke. 

Many of us might have imagined that 
the 1950s manuscript by C.W. Morton, 
published in 1964, would always have 
remained the authoritative history of the 
early Royce and Rolls-Royce cars, and 
that works like the Dalton Watson series 
dealing so heavily with Silver Ghosts, 


would be difficult if not impossible to sur- 
pass. These were, and remain quality 
research sources and will never fall from 
favour, but their combined merit has 
been surpassed by the sort of book 
which comes along but once in decades. 

The Edwardian Rolls-Royce is a task 
on which John Fasas! had been working 
for over twenty years. What began simp- 
ly as a personal desire to update the 
global list of known Silver Ghosts be- 
came an obsession to place on record 
the essential facts about each 40/50 h.p. 
Silver Ghost car built, whether it be for 
domestic use, for export or for War Office 
use as an armoured car. John travelled 
to and from the Hunt House archives at 
the Paulerspury headquarters of the 
Rolls-Royce Enthusiasts’ Club, on more 
than 120 visits, clocking thousands of 


miles, to gather the greatest degree of 
historic detail on the Company’s owner- 
ship records of the more than three 
thousand Ghosts manufactured to the 
end of the Great War. Searching through 
archival sources in the United Kingdom, 
and assisted humbly by contacts through 
the network of Rolls-Royce enthusiasts 
around the world, this work has accumu- 
Jated more than one thousand original 
period photographs. Dennis Miller- 
Williams Esq, as Public Relations Officer 
gave John access to the Company's 
handwritten records in the original 
Guarantee Book. The National Motor 
Museum opened its photographic library 
to provide original Cockshoot and Barker 
coachbuilders’ photographs. 

For the early Rolls-Royce enthusiast, 
the opportunity to find all this research 
wrapped between the covers of the two 
massive volumes of the book is absolute- 
ly marvellous. Until | soaked up the 
magnitude of this tome, | was like a kid 
let loose in a chocolate factory! | would 
venture to say that this book cannot be 
surpassed for its breadth of individual car 
histories and the pictorial display of the 
creations of Manchester and Derby, and 
the countless coachbuilders in the Pre- 
Great War period. This detail is simply 
staggering! 

Special mention must be afforded the 
section on the Pre-Silver Ghost cars. 
This is a really superb piece of research. 
An astounding 130 photographs have 
been incorporated of the 100 earliest 
cars made from 1904 to 1906, in the 1, 
2, 3, 4, and 6 cylinder and V-8 formats. 
Tom Clarke, R.R.E.C. Historian, and 
author of books and numerous scholarly 
articles on Rolls-Royce, has excelled 
himself with the almost archaeological 
depth of research. Much of this section 
of course contains previously un- 
published information and photographs, 
and this section alone is deserving of the 
highest commendation for its contribu- 
tion to the history of the motor car in 
Great Britain. The information gathered 
on the cars here is quite staggering, and 
Australians will be amazed by the web of 
fact and intrigue surrounding the pre- 
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1908 40/50 h.p. (60782) H.J. Mulliner open-drive limousine supplied to His Grace the Duke of Northumberland, K.G., P.C., (1846-1918) 
of Alnwick Castle, Northumberland; Kielder Castle, North Tyne; Albury Park, Guildford; Syon House, Brentford, and others. He owned 
about 186,400 acres. This photo of an early Silver Ghost has been selected from The Edwardian Rolls-Royce for inclusion here, for its 
depth of detail in its presentation, and the accessories and refinements of the opulent limousine coachwork. 


Ghost Rolls-Royces in this country. have not previously been seen in 
Australian buyers of this work will Australia. Some of the cars survive, and 
enjoy seeing the histories of many doubtless their owners, and others, will 
Australian-owned Rolls-Royce cars of — be delighted to see for the first time 
the period. Photos of quite a few of these photos of the original coachwork on 


these chassis. 

Documenting the known ownerships 
of some three thousand cars has been 
undertaken primarily from Rolls-Royce 
records in the U.K. Further information 


1904 10 h.p. (20152) Barker rear entrance tonneau supplied to J. Blamires. Tom Clarke's painstaking research revealed that this was 
the first Rolls-Royce to carry the classical radiator and ‘R-R’ engraved hubs. The first Rolls-Royce car, 10 h.p. 20151, had the quite 


different radiator and plain hubs of the three Royce cars. 
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1913 40/50 h.p. (45NA) H.J. Mulliner torpedo supplied to Miss (later Dame) Eadith Walker of ‘Yaralla’, Concord, Sydney. In the early 


1960s 45NA was owned by the late George Green of Sydney, who fitted a limousine body from a Cadillac. It was then affectionately 
known as “Dorothy's car”. 45NA is now fully restored and carries a new replica tourer body by Wilkinson. 


has been provided by enthusiasts in the 
U.S.A., Canada, South Africa, Australia, 
New Zealand and India. While the 
average car’s ownership documentation 
reveals quite a handful of owners, some- 
times traced around the globe, the 
collective list of thousands upon 
thousands has been developed and 
listed alphabetically by Tom Clarke. 
What a mammoih task, but how grateful 
will be the enthusiasts who want to cross- 
reference ownerships by families across 
this period. In the case of the Hordern 
dynasty of Sydney's Anthony Hordern 
and Sons department store, no fewer 
than 14 cars are documented. 
| have spoken with quite a few people 
who have now had their copy for some 
time, and all are absolutely delighted with 
this work. The only suggestion for an 
improvement that | have heard was that 
the style of the introduction Pre-Ghost 
section should have been continued 
throughout the book. Clearly however, 
that would have been impractical and 
unrealistic, taking the sheer numbers of 
cars into account. It would also have 
duplicated much of the existing well- 
documented history of many of the cars. 
‘While we have always had inform- 
ation available to us on the factory 
modifications and chassis improve- 
ments, we have not had the detailed list 


of developments which has been 
generously compiled by Stratford res- 
toration expert, Jonathon Harley. This 
book, for the first time, documents the 
smallest individual details of chassis 
changes, having acquired its unques- 
tioned authority from the Rolls-Royce 
Company’s Key Cards, a series of hand- 
written documents compiled by the 
factory’s design office, which were 
meticulously studied. 

Many readers will be familiar with 
John Fasal’s earlier work, The Rolls- 
Royce Twenty. Its presentation, style, 
and dignity were captivating, as you will 
recall. This new work has all of this. The 
charm of the small silk-tied period book- 
marks, the lavish presentation, the 
superb illustrations and their detailed 
captions, the fascinating broadsheet 
foldouts in the pockets, and the general 
dignity of the whole presentation are 
exceptional. It is not easy to find apt 
words to adequately describe this 
wonderful work. 

The Edwardian Rolls-Royce is not an 
inexpensive publication, nor could we 
expect such a work to be so. It is how- 
ever, a relative bargain for us, having let 
John Fasal and Bryan Goodman, 
assisted by Tom Clarke and Jonathon 
Harley, do all the work! The production 
costs for the preparation of this work 


would have been astronomical, and we 
are the beneficiaries of this tirelessly re- 
searched tome. Remember, the quality 
remains long after the price is forgotten. 


lan Irwin 


THE ROLLS-ROYCE 
CRECY 


Nahum, Foster-Pegg and Birch 


HISTORICAL SERIES No 21 

“The Rolls-Royce Crecy” by A. 
Nahum, R.W. Foster-Pegg and D. Birch; 
Historical Series No. 21, published by the 
Rolls-Royce Historical Trust, 1994. 140 
pages, 62 illustrations, £5.00 (RRHT 
member), £7.50 (non-member) inc. post 
& packing from the Rolls-Royce Heritage 
Trust, P.O. Box 31, Derby DE24 8Bu, 
England. 


As the Foreword to this book puts it, 
“it might be thought that there is not a lot 
that could be said about an engine of 


which only six were built, none of which 
flew in an aircraft, and never ventured 
away from the Derby testbeds during its 
running life of less than two thousand 
hours.” 

Yet the trio of authors combine to 
prove otherwise, presenting the story of 
this little-known, unusual engine in a 
competent and comprehensive fashion 
typical of the companion volumes in this 
excellent series. 

The Rolls-Royce Crecy was a 12- 
cylinder engine in 90 degree vee 
configuration. It differed substantially 
from its Derby stablemates with a 
specification that featured sleeve valves, 
two-stroke operation and stratified- 
charge petrol injection. The engine 
germinated in the fertile brain of Harry 
(later Sir Harry) Ricardo, a brilliant en- 
gineer who, since the age of ten, had 
owned a screw-cut lathe, and built at 
least three steam engines before enter- 
ing Rugby School in 1898. 

Ricardo’s inter-war work on a two- 
stroke diesel engine suitable for 
aeroplanes was fostered by the Air Min- 
istry. When the design started to look 
promising Rolls-Royce sat up and took 
notice, even the Great Man himself be- 
coming excited enough to make an 
uncharacteristic error of judgment. Writ- 
ing to Hives about the future of diesel 
aero engines, Royce said: “...all 
aeroplane pilots would welcome enor- 
mously the absence of highly volatile 
inflammable fuel. One cannot imagine 
civil aviation going on without this type of 
engine.” Oh well — you win some, you 
lose some! 

But even when it became apparent 
that the heavy structure dictated by a 
diesel engine would impose unaccep- 
table weight penalties in aeronautical 
use, Rolls-Royce and Ricardo remained 
undaunted. They modified the design for 
petrol operation, with conventional 
spark-ignition (as opposed to the com- 
pression-ignition of diesel engines), and 
incorporated the stratified-charge prin- 
ciple for more efficient combustion. 
Persistence with the two-stroke cycle 
proved fortuitous when it was found that 
the powerful exhaust thrust inherent in 
this type of engine would contribute over 
35% of propulsive force at high altitudes 
and speeds. Indeed, Rolls-Royce en- 
visaged the Crecy as a ‘sprint’ engine 
empowering aircraft so equipped to take 
off and climb rapidly to high altitude in 
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order to intercept enemy bombers. 

Brilliant and innovative as the engine 
was, it was complex in the extreme, 
demanding extraordinary amounts of 
time and effort in solving problems that 
ultimately proved its undoing. To cut a 
long story short— for the sake of keeping 
within this magazine’s scope — develop- 
ment of the unique, two-stroke, 
sleeve-valve Crecy was overtaken by the 
advent of the new and exciting gas tur- 
bine, or jet engine. By December 1945 
the test programme of the Crecy had 
ended, not one of the six examples 
produced ever taking to the air. 

Given its strong technical flavour, this 
account of an aero engineering oddity 
may not be everybody's cup of tea, but 
anyone versed in engineering disciplines 
should find the Crecy story an absorbing 
brew of facts and figures supported by 
copious quantities of photographs, draw- 
ings and other illustrations. 

Footnote: The Rolls-Royce Crecy 
was named after the Battle of Crecy in 
1346, it being Derby's intention to name 
all subsequent two-stroke aero engines 
after historic battles. If the line had not 
begun and ended with the Crecy, would 
we have seen engines called the Rolls- 
Royce Waterloo (this could have 
inhibited French sales. — Ed.), Hastings 
or, perhaps, the Gallipoli? | do think, how- 
ever, that Rolls-Royce Little Bighorn 
would have proved too much of a mouth- 
full 


Roger Thiedeman 


Directary and Register 


of The 


Rolls~Royce 


Publinhed By 


‘The Phantom IN Technical Society 
‘Third Edidan 


M4. UN, Extridge, (4.D., EPOLTS 
Editor 


“Directory and Register of The Rolls- 
Royce Phantom Ill Motor Car, Third 
Edition” by M.N. Estridge, M.D. (Editor) 
and S. Stuckey (Compiler). Published by 
the Phantom If Technical Society. 290 
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pages, more than 600 illustrations. $135 
inc. post & packing from Steve Stuckey, 
P.O. Box 133, Jamison, A.C.T. 2617 
(FAX: 06-257-7564). 


The U.S.-based PIII.T.S.’s long 
awaited Directory and Register of the 
Phantom III motor car is now available. It 
sets out, with a considerable degree of 
success, to document each of the 727 
Phantom Ills made (including the ten ex- 
perimental cars). The involvement of our 
own Steve Stuckey (A.C.T.) makes it of 
particular interest to Australian 
enthusiasts. The task of producing this 
book could not have been made any 
easier by the fact that the four people 
responsible for it were separated by the 
vast expanse of the continental U.S.A. 
and the entire Pacific Ocean! 

The main body of the book deals with 
the individual cars using a standard for- 
mat throughout with four cars to a page. 
Each car is illustrated where a photo- 
graph was available. 

This was an ambitious project which 
has worked extremely well. Unfortunate- 
ly, when relying to a considerable extent 
on current owners to supply photographs 
of the cars the quality of the photos is 
bound to be, well, variable. Some of 
these snapshot-type photos are quite 
good, others less so and many, not to put 
too fine a point on it, are downright poor 
and a few are absolutely appalling! 
Photos falling into the latter categories 
were used on the basis that a poor photo 
is better than none at all in a book with 
the aims of this one. 

The first thing this reviewer did when 
getting hold of the book was to look up 
the Australian domiciled Phantom Ills, 
only te find that the rather nice photo- 
graph that is said to be 3CP82, owned for 
many years by Jim Matches (Vic.), isn’t! 
| know 3CP82 very well as it was the first 
Rolls-Royce | ever rode in. Now there’s 
a job for Steve Stuckey — determining 
which of the Phantom IIIs the car in the 
picture actually is! Over the page is a 
photograph of a car which is not even a 
Phantom Ill, represented as 3CP100. 
While looking up the Australian cars the 
names of Australian owners John 
Altmann (Vic.) and Heather Pryor 
(N.S.W.) were also found to have been 
mis-spelt. 

There are no fewer than twelve 
Appendices at the back of the book, deal- 
ing with such things as PIll tools, original 
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(U.K.) registration numbers, coach- 
builders and body styles and even a list 
of titled first owners! The original 
registration numbers list fell down when 
| tried to look up that of 3DL150, owned 
by Alastair Kinloch (A.C.T.), which is 
shown correctly (FUW 1) in the main 
motor car listings but is omitted from the 
original registration numbers appendix, 
which is also marred by the inclusion of 
a couple of the 1963 and later year letter 
suffix registration numbers which are ob- 
viously not original to Phantom Ills. The 
coachbuilders and body styles listings, 
though some concession has been 
made to putting them in chassis number 
order, are not quite. For example, 
3CM19 appears between 3CM177 and 


Muddled model name policy? 


| was disappointed to read (P1-95) 
that the Silver Dawn name has been 
revived. Are the decision-makers at 
Crewe so devoid of imagination that they 
cannot come up with names for their new 
cars without recycling famous model 
names of the past? 

The rot set in with the Silver Wraith II. 
To my way of thinking the name Silver 
Wraith should be redolent of nothing but 
those classic coachbuilt cars of the early 
post-war era. To devalue the proud 
Silver Wraith name by tacking it on to a 
long wheelbase version of the mono- 
coque Silver Shadow II was, | believe, 
bordering on sacrilegious. 

Now, in a similar vein, they have 
Crewe-cified the dear old Dawn. This 
new model is aimed specifically at the 
U.S. market, as was the original Silver 
Dawn — hence the recycling of its name. 
The ‘logic’, | suspect, would be lost on the 
average non-enthusiast buyer. 

Other considerations aside, there is 
an element of inconsistency in all this. 
Because the long wheelbase second- 
generation Silver Shadow was called 
Silver Wraith Il, the new car should at 
least be dubbed Silver Dawn II, if trotting 
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3CM191, which is followed by 3CM21! 
Obviously this limits its usefulness for 
reference and would have been equally 
easy to have got right with present day 
computer software, particularly given the 
fact that the book was computer 
produced. 

With the presumably limited resour- 
ces of this small but active Society it is 
natural that cost savings would have 
been pursued in the production of this 
register. Though this is far from obvious 
in the attractive binding and good quality 
semi-gloss paper used, the printing 
quality is variable, at least in the copy 
held by this reviewer. While some pages 
are clear and sharp, others are grey or 
even streaky. Nowhere is this more 


out the Dawn name again is a must. That 
would at least eliminate confusion in the 
used car advertising columns a few 
years down the track. 

This latest episode brings to mind 
other puzzling examples of Company 
nomenclature. Take the case of the 
Corniche. When introduced in 1971, both 
Rolls-Royce and Bentley versions were 
given the same model name, in a radical 
departure from existing practice. Not 
until 1984 was the Bentley Corniche 
renamed ‘Continental’. Would it not have 
made better sense to have called it the 
Bentley Continental right from the out- 
set? 

To raise another issue, did it qualify 
as a Continental at all? Remember, the 
Continental! label was hitherto reserved 
for certain high-performance products of 
Derby and Crewe, a tradition carried 
through to the current Bentley 
Continental R. Nevertheless, there may 
be some slight justification in bestowing 
Continental status on the Bentley 
Corniche given that its power output in 
1985 was quoted by Queste magazine 
as “nine percent more than the Mulsanne 
saloon.” Perhaps they should have 
called it the Bentley Nine! (The original 
1971 Corniche was 10% more powerful 
than the contemporary Silver Shadow 
saloon. — Ed.) 

Another inconsistency is the use of 
the appellation Flying Spur. Originating 
in 1957, it identified a specific H.J. 
Mulliner body style as applied to Bentley 
Continental motor cars only. Even the 
few special Silver Cloud III chassis fitted 
with the same coachwork design were 
never designated by their makers as 


marked than in ‘Gallery’ appendix of 
high-quality photographs in the back of 
the book, most of which are very poorly 
reproduced, with wide variations in print 
quality even between adjacent pages. 

These shortcomings notwithstand- 
ing, this is a fine publication worthy of a 
place on any Rolls-Royce enthusiast’s 
bookshelf, particularly if you own a Phan- 
tom III, aspire to ownership of a Phantom 
lll or have a sufficiently clear perception 
of Rolls-Royce history to share the view 
that the Phantom Ill represented the un- 
assailable pinnacle of Rolls-Royce 
motor car design, and therefore of motor 
car design in general. 


M.1.B. 


Flying Spurs. Then, last year, with no 
apparent regard for tradition, history and 
commonsense, a Silver Spur with Turbo 
engine and drivetrain was released as 
the Rolls-Royce Flying Spur. Need | add 
that the newcomer’s appearance bears 
not the remotest resemblance to H.J. 
Mulliner’s superlative Flying Spur design 
of yore? 

But back to the Silver Dawn. Some 
critics have dismissed the Rolls-Royce 
Silver Dawn as merely a stodgier, flat- 
nosed version of the Bentley Mk Vi. So 
what? At least it helped resurrect R-R’s 
export earnings after the ravages of war. 
And it wasn’t (isn’t) a bad looker either, 
nicely proportioned and graceful in both 
short- and long-boot guises. Most coach- 
built renditions of the Silver Dawn were 
very attractive, too. 

For those reasons alone the Silver 
Dawn, as we know it, deserves to go 
down in history uniquely named thus. But 
the movers and shakers at Rolls-Royce 
Motor Cars have other ideas, it seems. 

Your optimism over the ‘German- 
isation’ of Crewe notwithstanding, | 
wonder how soon we will be reading in 
PRAECLARUM about the new Rolls- 
Royce Silver Ghost 725i or the Bentley 
350SEL Flying Spur? 


Roger Thiedeman, 
A.C.T. Branch 


The Napier-Bentley — more 


Richard Sanders, the Editor of the 
Bentley Drivers’ Club Reviewin the U.K., 
has agreed to me passing on to your 
readers the following letter from the 
Secretary of Napier Power Heritage. It 


concerns the Nigel Ferguson-Walker 
account of the design of the Napier- 
Bentley (P2-94, p.2351) and was 
published in the November 94 Review. 

“Dear Richard, 

We thank you for your letter and the 
B.D.C. Review, May issue, with the ex- 
citing and ‘true-to-life’ article based on 
Nigel Ferguson-Walker’s manuscript ac- 
count of the ‘settling in’ period and initial 
design work done at D. Napier & Son, 
Acton Vale Works in 1930 for the Napier- 
Bentley project. As you rightly imply, in 
your Editor’s comment, it is quite fas- 
cinating in its detail of Acton design 
offices of that period, but will prove dif- 
ficult to authenticate. 

We in NPH have offered the story as 
printed to some of our senior members 
who were employed at Acton during the 
period or knew W.O. Bentley personally 
soon after the disappointing 
Napier/Bentley saga at the hands of a 
determined Rolls-Royce. 

It is generally agreed that the descrip- 
tion of the D.O. building and interior given 
is accurate and could only have been 
written by a person who had been there. 
Unfortunately, nobody yet remembers N. 
Ferguson-Wlaker himself by name, but a 
person was taken on to assist W.O., who 
was himself seen there by Eric Carlisle in 
1930. Neither can we vouch for the 
names of a Director named ‘Harris’ or a 
Chief Draughtsman by the name of 
‘Perkins’. Could it be that the names were 
altered to avoid any possible embarrass- 
ment? The references to Major Frank 
Halford could well be true, although we 
are told that as consultant designer he 
was ‘always very much on his dignity’. It 
is a pity that the reference to the aero 
engine is mistaken in name, the 16- 
cylinder engine was the ‘Rapier’ in 1930. 
The ‘Dagger’ was four years later and 
had 24 cylinders. 

You will be pleased to know that the 
character sketch of W.O. himself is true- 
to-life, with muted conversation and 
sketching a lot, and also that all 8 Litre 
unbodied chassis were indeed stored at 
Acton during this period, so that he would 
naturally use his 8 Litre when visiting this 
‘store’. Our correspondents point out the 
similarities (of the features) of the N-B car 
described with those of W.O.'s later 
Lagondas. 

The research goes on, however, so 
we hope to give you some more leads in 
the near future. 
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(End of Mr Vessey’s letter). 


The first part gives some substance to 
the possibility of Ferguson-Walker’s 
story being true. However in view of the 
letter from Peter Baines of the R.R.E.C. 
published in the December '94 issue of 
PRAECLARUM it probably shows that 
‘Nigel Ferguson-Walker did go to a lot of 
trouble with the background to his hoax 
stories. 

The Editorial comment in the Decem- 
ber ‘94 issue that in 1931 Napier was 
secretly bidding for Bentley Motors is not 
correct. On July 28, shortly after Bentley 
went into final receivership, it was an- 
nounced in the Financial Times that 
Napier were interested in buying the 
company. In The Autocar it was said on 
August 14 that ‘negotiations have 
reached an advanced stage’ and on Sep- 
tember 4 that ‘no final agreement has yet 
been reached’. 

It may have been a secret that a car 
was being planned at that time by Napier 
and Bentley, but knowing W.O.’s proven 
ability to ‘get on with it’, this would not 
have surprised many people. 

What probably was a secret and not 
widely known until relatively recently was 
that: 

* In June 1931, before Bentley went 
into receivership, Rolls-Royce con- 
sidered but rejected an offer of a working 
arrangement between the two com- 
panies whereby they would share 
policies and resources and Rolls-Royce 
would have a large say in the future of 
Bentley; 

* From early in September 1931 when 
Bentley was liquidated, and unknown to 
the Receiver/Manager, negotiations took 
place in parallel to those with Napier 
which allowed Rolls-Royce to make 
detailed plans for setting up Bentley 
Motors (1931) Ltd after buying the assets 
from the Receiver. This occurred on 
November 17, 1931 through the British 
Central Equitable Trust. 

Much of the information given here 
comes from the references in my letter in 
PRAECLARUM 6-94. 


Ed Harris, 
South Australia 


Who are they? — one opinion... 


The photo in P1-95 p.2478 was taken 
in May 1954 at a commemoration of the 
50th anniversary of the meeting of the 
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Hon. C.S. Rolls and F.H. Royce at the 
Midland Hotel, Manchester on May 4th, 
1904. 

The people with Dr Llewellyn Smith 
are, left, Fred Bates and, right, J.O.H. 
Norris, Managing Director of Cockshoot 
& Co., Manchester. 

The engine shown in the photo is not 
from the Company's 10 h.p. Rolls-Royce 
(20165) but from the second Royce car, 
15881, A.E. Claremont's car. Claremont 
was not very knowledgeable about cars 
(who was in those days?) and after a 
breakdown had a brass plate fixed to the 
dashboard reading ‘If the car breaks 
down don’t ask a lot of silly questions’. 
This plate was still in place in 1915, much 
to the amusement of the Derby Repair 
Depot. 

Claremont acquired 20 h.p. 40525 in 
1907 and sold 15881 to W.T. Anderson 
of W.T. Glover & Co., Manchester, who 
were electrical cable manufacturers and 
suppliers of cable to Royce Ltd. 
Claremont was a director of Glover's, as 
was (earlier) Henry Edmunds who was 
responsible for the bringing together of 
Rolls and Royce — the reason for the 
photo in PRAECLARUM — full circle. 

When Anderson was finished with 
15881 the engine and gearbox were 
donated to the Royce Laboratory at the 
Manchester Technical College around 
1921 by W.T.Glover & Co., and so still 
exists. 


Ray Millington, 
New South Wales 


..and another 


Regarding the two gentlemen in the 
photograph on p.2478 (top), could one 
be Tom Haldenby who tested the 10 h.p. 
when new? | think the photo was taken 
on the same day as the one on p.157, 
Historical Series No. 4, In the Beginning. 
The other gentleman can be seen just 
behind the engine in that photo. 


Bryan Inder, 
New South Wales 


..and another 

P1-95, p.2478. The person in the 
middle is William Morris (Lord Nuffield). | 
do not recognise the right-hand person 
but as a guess it might be Leonard Lord. 


Bryan Harper, 
Victoria 
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ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Cars For Sale 


1931 Phantom Il (19US) Hooper sedanca de 
ville. Unrestored. 55,000 miles since new. 
One of the rare cars of the world. Has won 
best in Class at both Branch and Federal 
Rallies. $130,000. Derek Freeman 
018-86-5473 


1934 Bentley 31% Litre (B140AH) Oxborrow 
& Fuller continental tourer to Vanden Plas 
design. Matching engine no. F7BU. Totai 
bare chassis restoration 1987-90. Body 
restoration by Roger Fry. Finished in Oxford 
blue with black hood. A very fine motor car. 
$178,000. Bas Renolds 09-450-4016 or FAX 
09-313-1637 


1947 Bentley Mk VI (B146BH) One of the 
earliest Crewe Bentleys. Two-tone grey with 
Original blue interior. Only two owners and 
20,000 miles in the past 20 years. Regularly 
serviced, repainted and restored. Cocktail 
tray, AM/FM radio/tape deck, electric 
windscreen washers, flashing turn signals, 
headlights re-silvered, electrical system over- 
hauled, new battery. Accessories including 
original radio, workshop manual. Documen- 
tation dating back to delivery. $25,000. Tony 
Davidson 08-332-5550 (‘phone/FAX) 


INFORMATION: Classified ads must be 
factual and accurate. Persons mis- 
representing cars, parts or services will be 
denied further advertising. Ads for cars for 
sale must include chassis number and 
asking price. Ads are accepted subject to 
availability of space and may be edited or 
rejected at the discretion of the Editor 
without discussion or explanation. 


Cars For Sale 


1951 Silver Dawn (SDB90) Excellent condi- 
tion, meticulously maintained. Sept. ’95 reg. 
$49,000. Brian Brannelly 07-356-4963 


1952 Silver Wraith (WOF49) Park Ward 
saloon. 1952 Melbourne Motor Show car. 
Superb, totally original, unrestored condition. 
Original spats and reveal spats both with car, 
new tyres, original radio (working), complete 
tool kit, owner’s handbook and workshop 
manual. All aluminium body. No modifica- 
tions, no accident repairs. Elegant, reliable 
motoring. $67,000 or offers. Byron Dobson 
03-758-2315 
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1979 Silver Shadow II (SRH37647) Chestnut 
with beige Everflex roof, beige leather. Excel- 
lent condition, 97,000 km, logbooks, new 
Avon tyres, electric sunroof, 12 months reg. 
Priced to meet market. $49,500. Anton Young 
074-82-5321 (w) 074-82-4263 (h) 


Cars Wanted 


Wanted: Silver Cloud III standard or coach- 
built saloon or coupé. Factory air conditioning 
preferred. Bas Renoids 09-450-4016 or FAX 
09-313-1637 


Parts For Sale 


Silver Shadow gravel shield, fits across front 
of car and protects lights and brightwork. Can 
be used at night. Bargain, $350. Harry Preece 
049-73-3597 


KB6021 3%" x 16" box spanner, for Wraith (or 
PIll, or Bentley 41447), $40; RF5939 1%" x “é’ 
box spanner, for Silver Wraith, Silver Dawn, 
PIV, Mk VI/R tool-tray, $25. RF3851 wheel 
trim disc spanner, Silver Wraith, Silver Dawn, 
PIV, Mk VI/R, $40. Swap for other early post- 
war tools. Martin Bennett 048-29-7140 
(‘phone & FAX) 


PHOTOGRAPHS: Good quality black & 
white prints reproduce best but colour 
prints are perfectly acceptable. Please do 
not send negatives or transparencies. 
DEALERS: Parties dealing in motor cars 
must, where required by law, quote their 
dealer's license number and comply with 
all other statutory requirements relating to 
their advertising. 


Parts For Sale 


Bentley T hubcap, $350; Mk VI hubcap nut, 
$100. David Tootel 03-882-5200 


My recent move has brought to light the fol- 
lowing Rolls-Royce and Bentley parts. New: 
set genuine front brake linings complete with 
rivets, S3, $30; 2 foglight semi-sealed beam 
units, $3, $50 each; clutch/pulley assembly 
for York a/c compressor, $1-3, $50; power 
steering seal kit, S3, $10; oil filter seal kit, S3, 
$5; rear window rubber seal, $1-3, $30; 
trouble light as originally in tool kit, $300. 
Second hand but serviceable: 4 wire mesh 
headlamp guards, $3, $20 set; wing mirror, 
$1-3, $10; 2 x 6" foglights, S1-3, $80 pair; 4 
x 7° foglights, Silver Dawn, some Mk Vis and 
Silver Wraiths, $120 the lot; 2 x Lucas P.100 
headlamps complete, $700 pair; fan motor, 
$3, 20; distributor cap, rotor button and 
points set, S3, $10; quantity of front end and 
brake parts, S3, $15 the lot; complete set of 
workshop manuals including engine, auto- 
matic gearbox and air conditioning, S2,3 (4 
volumes), $280 the tot. Gerd Kratzer 
03-874-8841 or FAX 03-872-3946 


Parts Wanted 


Wanted: for 1970 Silver Shadow 2-door 
saloon, flat/ring spanner UR14387, handle for 
manual window winding, handbook. David 
Vann 07-263-8572 or FAX 07-865-4822 


Wanted: radiator cap (steam-valve type) and 
Winged-'B' mascot for Bentley 41% Litre. Al 
Kinloch 06-254-2448 


Wanted: air conditioning system to suit 
Bentley S2: ‘York' compressor and mounting 
bracket, condenser, under-dash unit, various 
pipes. Eric Goudie 06-248-5183 


Wanted to complete restoration, the following 
tools: RF5906 5BA/3BA jaw spanner; RF5908 
2BA jaw spanner. David Vann 07-263-8572 
or FAX 07-865-4822 


Parts Wanted 


Wanted: early post-war jack handle, tyre 
pump, pliers, ignition spanner, 5BA/3BA 
spanner, tyre valve tool. Have some swaps. 
Martin Bennett 048-29-7140 (‘phone & FAX) 


Wanted: pair of divers’ helmet type rear lights. 
David Miller 06-288-6910 (h) 06-276-2172(w) 


COST: Ads are free to members who do 
not regularly deal in sales or service of 
Rolls-Royce & Bentley cars. Non-members 
are charged $15.00 for a non-commercial 
ad of reasonable length. Photographs may 
be included free of charge to members, 
$15.00 for others. Cheques made payable 
to R.R.O.C. of Australia must accompany 
advertising copy. Send ads to: 


Martin Bennett, ‘Allambi’, RMB 3310, Goulburn, N.S.W. 2580. 'Phone/FAX: (048) 29 7140 
Deadlines: 15th of January, March, May, July, September, November. 
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ROLLS-ROYCE OWNERS’ CLUB CLASSIFIED ADVERTISING 


Information Wanted 


Wanted: information about/pictures of Silver 
Ghost 51FW. Delivered new to R.J. Fagan of 
Mandurama, N.S.W. in 1921; body was 
Hooper light sporting torpedo on ‘Speed 
Model’ chassis; later owners W. Thompson, 
Darlinghust 1929, J.H. Skerry, Melbourne 
1930s (reg. Vic. 88-638); a Martin & King 
saloon body then fitted; Ronald Beckett, 
Albury 1952, John Best, Kallista, Vic. 1958. 
Pictures needed to build replica of original 
body. Julian Walter, 10 Shenton Place, 
Claremont, W.A. 6010. 09-340-3500 (w) 
09-385-1024 (h) or FAX 09-340-3516 (w) 
09-383-3523 (h) 


Literature For Sale 


Handbooks: 20 h.p., Condensed Edition, 
April 1927, and Bentley T. Enquiries and 
offers to David Tootel 03-882-5200 


PRAECLARUM, 1969 Vol. 3 no. 6; 1970 Vol. 
4nos. 1, 2,3, 4; 1971 vol. 5nos. 1,2&3; 1972 
Vol. 6 no. 1. $4.00 each plus $1.00 p & p. 
Cheques made payable to R.R.O.C. (W.A.) 
Mark Babidge, 17 Duncraig Road, 
Applecross, W.A. 6153 09-364-2861 or FAX 
09-364-3458 


Literature Wanted 


Handbook for 1970 Silver Shadow two-door 
saloon CRH7998. David Vann 07-263-8572 or 
FAX 07-865-4822 


Wanted: PRAECLARUM back issues. | need 
the following issues to complete my set: 74-1; 
75-2, 3, 4,5 & 6; 76-2, 3,4,5&6;77-1,4& 
6; 78-1, 2, 3/4, 5 & 6; 79-1/2, 3, 4 & 5; 80-1; 
82-1; 83-1. Bryan Harper 03-707-5592 or FAX 
03-707-5561 


Services 


Interior Trimming carried out to exacting 
standards using authentic Rolls-Royce and 
coachbuilders’ materials and methods. 
Repairs or complete replacements. 
Complete Interior Woodwork restoration 
and refurbishing. Broken wood and veneer 
repaired. Exacting standards and authentic 
finishes. No over-restoration. 

McMillan Prestige Car Repairs 
02-744-511 or FAX 02-744-5517 


Travel/Accommodation 


France. Holiday in Burgundy, 1995. 
Farmhouse — all found — sleeps 4-6, near 
historic towns and vineyards. Enquiries: 
B.Larwill, ‘phone 058-21-2923 or FAX 
058-31-2474 


IF YOU WANT THE BEST 


Rolls-Royce and Bentley restoration and 
component rebuilding to the highest 
standard. 

No job too big or too small. 
Immense stocks of new and used parts 
for all models. 


Travel/Accommodation 


Homestay/Bed & Breakfast, Dandenong 
Ranges, Victoria. Enjoy a restful sojourn at our 
quiet, discrete residence on 11% acres at 
Picturesque Ferny Creek and yet be less than 
one hour away from Melbourne CBD. Central 
heating and log fire. Lots of attractions and 
restaurants nearby. $45 pp per night B & B. 
Dinner also available by arrangement Satur- 
day & Sunday, $25 pp three courses with 
coffee and mints. Club member Les 
Myghalls. For booking or brochure, please 
telephone 03-755-2197 


LMARR has it! 


Outer hub ring Inner hub plate 


“P= Hub 


~~ Air valve 


Po 
Sparinet extension 


Curved 
air valve 


Spanner— Air lock assembly 


All you need to fitnew * Rolls-Royce 
wheel discs to your # pentky 
Pre-WWII Classic. Meee 
Write, phone or fax e Lagonda 

for full infomation. 


* Bugatti 
LMARR DISK,LTD 


* Delage 
PO Box 910 Glen Ellen,CA,USA 95442-0910 
Tel: (707) 938-9347 Fax: (707) 938-3020 


M°Dermott&Co. 


420 Burnley Street, Richmond 3121 
Tel: (03) 428 8844 FAX: (03) 428 0190 
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Members are reminded of our affiliation with BRUNTS OF SILVERDALE LTD, the British 


company renowned for engineering excellence. This association enables BROSS CLASSIC 
PTY LTD to offer all their customers an additional vast range of quality specialist engine 
components and spare parts for the pre-1955 model range of Rolls-Royce and Bentley motor 
cars. 


In addition, BROSS CLASSIC PTY LTD offer a complete engine re-conditioning service to 
Factory condition or Concours, together with acomplete component service exchange facility, 
covering all pre- and post-war models. 


The affiliation between BROSS CLASSIC PTY LTD and BRUNTS greatly enhances our 
service to members, especially when obtaining those difficult-to-locate parts. 


We cordially invite you to call Heather Pryor for further information. 


Bross CLASSIC PTY LIMITED 


A.C.N. 000 271 643 M.V.R.I.C. Repairers Licence No. 44-004321-2 


¢ Rolls-Royce & Bentley Specialists « 
6 CHILVERS ROAD, THORNLEIGH, N.S.W. 2120 
P.O. BOX 83, PENNANT HILLS, N.S.W. 2120 


Tel: (02) 484-1239 or 484-4419 FAX: (02) 980-6592 
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Australia’s No.1 dismantler of Rolls-Royce & Bentley cars. 


Now wrecking for parts: post-war Rolls-Royce & Bentley cars from Mk VI to 

Silver Shadow. Fast Australia-wide despatch of parts. Very reasonable prices. 

Servicing and mechanical repairs. Excellent spare parts service — all models. 
Engine rebuild and cylinder head reconditioning service. 


Wanted: damaged and unwanted Rolls-Royce and Bentley cars for parts. 


Neil McLean Automotives 


Specialising in post-war Rolls-Royce & Bentley motor cars 


14 Beaconsfield Avenue, "Phone: (09) 250 1400 
Midvale, Western Australia 6056 FAX: (09) 250 1404 


SCTOM JOHNSTON MOTORS 


PTY LIMITED 
Servicing the World’s Finest Motor Cars 


i BREWERY 
CARLES 
aad 
@ Auto Service 


b/d e Restoration 
LO es 


Peg EE Fs e Parts, Secondhand 
s and Exchange 


i 


13 STIRLING STREET, THEBARTON, SOUTH AUSTRALIA 5031 
(Formerly Dew Street, north off West Thebarton Road and Phillips Street) 
Telephone: 08-234-5600 Fax: 08-234-5607 
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The Finest Covers for the World’s Best Motor Cars 


From $179, one of our high-quality tailored dust-covers will protect your 


cherished Rolls-Royce, Bentley or other classic car. 

Each cover is tailor-made by hand to its own individual pattern from your 
choice of the finest quality super-fleece material or lightweight 100% cotton, 
to fit all models from Silver Ghosts to Silver Spirits. In fact, the closest thing 
to a Saville Row suit for your motor car. 

We also tailor make lambswool over-rugs for your car’s interior and boot, 
for that extra look and feel of luxury and to protect your original carpets. All 


colours available. Guaranteed highest quality. 


Australia-wide delivery and world-wide export. 


IONEER 
RUGS & COVERS 


Telephone (042) 67 1700; FAX (042) 67 1264 
Address correspondence to: P.O. Box 100, Bulli, N.S.W. 2516 


Insurance 


Veteran, vintage,classic and sports car owners 


Laid-up cover or full comprehensive, quality 
insurance with Shannons might not cost as 
much as you think. 

Shannons recognise that enthusiasts take 
care of their vehicles and pass the savings on to 
you. Phone Shannons for a free quote now. 


FeatureS: Agreed value e Choice 
of repairer @ You keep the salvage up to 
1970 (modifieds up to 1960) e One windscreen 
or window glass replacement per year excess 
free ePersonal effects cover e Standard pre- 
1940 vehicles excess free $5,000,000 legal 
liability @ Prompt claims settlement e Australia 
wide service centres. 
South Australla 
6/212 Brighton Road, 

Somerton Park, S.A., 5044 


Phone (08) 204 9000 
Fax (08) 294 9995 


Head Office, Victoria 
321 Warrigal Road, 
Cheltenham, Vic., 3192 
Phone (03) 584 7266 
Fax (03) 583 9475 


New South Wales 
48 Sailors Bay Road, 
Northbridge, N.S.W., 2063 
Phone a 958 7666 
Fax (02) 958 7841 


Suite 1, 4 Canning Road, 
Kalamunda, W.A., 6076 
Phona (03) 287 4269 


C 
Now, The Yanks’  aeaie.| 
Best ‘Kept Secret (P-55* S551 2 
of 25 Years 
Revealed!! 


“Touy Handler's 
FOREIGN PARTS CONNECTION, INC. 


2028 Cotner Avenue 
Los Angeles, California 90025 USA 


Tel. (310) 473-7773 
Fax. (310) 479-1197 


World's most complete stock of used 
post-war (1946-1991) Rolls-Royce and 
Bentley spares. 


Virtually everything on hand, immedi- 
ately available, and at reasonable prices. 


Knowledgeable assistance and personal 
service always. 
e Restorable 2nd Turnkey RHD Rolls-Royce and 
Bentleys available. 
e UPS, Air and Mail Shipments Daily. 
e Phone Calls or Fax Preferred. 


SHANNON 


Keeping vehicles on Australian roads 


Northern Terrttory 
9259 Bagot Road, 
Coconut Grove, N.T., 0810 
Phone (089) 85 2477 
Fax (089) 85 5583 


Queensland 
P.O. Box 485, 
Moorooka, Qld., 4105 
Phone (07) 892 2776 
Fax (07) 892 4319 


Western Australia 


Fax (09) 257 1289 


INSURER: SUN ALLIANCE AND ROYAL INSURANCE AUSTRALIA LIMITED 


ACN 005 297 807 


ROYCE 


FACT. The winning of Federal and State Concours 
d’ Elegance is the ultimate accolade. Nine Rolls-Royce and 
Bentley cars in six years prepared by us have won. 


FACT. During the same period more than 20 other Rolls- 
Royce and Bentley cars, which have never been intended for 
judging, have received total refurbishment with the same 
attention to detail. 


FACT. The many and varied photographs of our Concours 
d’ Elegance winning cars uSed in our advertisements are 
testimony to our Measure of Excellence. 


FACT. As with Rolls-Royce Motor Cars Ltd, McMillan’ s 
offer the same 3 year coachwork warranty. 


FACT. Whether repairing a scratch or carrying out a total 
refurbishment, McMillan’ s mission statement is to maintain 


and protect your treasured investment as we have done in 
the past and intend to do in the future. 


The Measure of Excellence 


McMILLAN PRESTIGE 


Car Repairs Pty Ltd 


Telephone: (02) 7445111 Facsimile: (02) 744 5517 


Authorised Rolls-Royce & Bentley Coachwork Repairer 
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